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The Master Car Builders’ Coupler. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Your editorial in the issue of the Railroad Gazette 
of May 3, upon the subject matter of certain communica- 
tions appearing in your columns and in those of the Car 
Builder on ‘‘ Standard Couplers” covers the ground so fully 
that any elaboration in the way of argumen* would be use- 
less. 

I have hesitated about entering into any newspaper dis- 
cussion (or into what might appear to be a discussion), but 
my scruples in the matter are overcome by the consideration 
that there are many railroad oftiters deeply interested in 
the general subject who have no other means of arriving at 
a knowledge of the true state of the case than by such in- 
formation as I give below. I address myself particularly to 
the assertion over the signature ‘* New England” in the May 
issue of the Car Builder, that ‘‘ the Master Car Builders’ 
type of coupler has been in service and tested, and pro- 
nounced by practical men as cangerous and weak in con- 
struction, as all the swivel head vertical hook couplers are. 
Although comparatively few are in service the call for parts 
for repairs is steadily increasing, and many of the large rail- 
roads advocating and voting for this type of coupler, after a 
thorough trial, bave abandoned its use on account of the 
grave disadvantages encountered, and would now vote 
against its use.” 

Iof course have no knowledge of the identity of ‘‘ New 
England,” but the Car Builder, while not indorsing all his 
statements, voucbes for him editorially as ‘a prominent 
Eastern master car builder, * * * whois ina position to 
exercise considerable influence on future action about coup- 
lers.” This may be a proper estimate of the gentleman’s in- 
fluence, but if a correct or even an approximate knowledge 
of the progress of affairs in the line of his profession be a cri- 
terion by which tu judge the fitness of any one to exercise an 
influence in the councils of his associates, his letter would 
justify a doubt as to whether ‘‘ New England” should be ad- 
judged as being even near to the standard required. I sub 
mit the following statement of facts, and leave to those in- 
terested the task of forming conclusions : 

During the four months from Jan. 1 to May 1, 1889, the 
Janney coupler has been supplied in the following quantities 
for new cars for the railroads indicated, viz.: The system 
comprising the New York Central, the Lake Shore & Michi- 
gan Southern, the C.,C., C. & I., and the Michigan Central, 
3,350 couplers; Pennsylvania Company’s lines (west of Pitts- 
burgh only), 3,000; Richmond & Danville (cars now under 
construction), 2,000; Atlantic Coast line, 350; Burlington 
system, 600; Total, 9,300. This includes only ‘‘round lots.’ 

To sum up in a general way, and to give a comprehensive 
idea of the progress which the M. C. B. coupler is making, a’ 
statement of the increase in applications of the Janney 
coupler may be epitomized as follows : The applications dur- 
ing 1888 were six times as great as those of 1887. The ap- 
plications during the four months of 1889, just past, have 


been ninety per cent. of the total applications for 1888. 


If ‘* New England ” doesn’t wake up to a realization of the 
fact that a very considerabie acreage in this country is west 
of the Hudson River, the procession will move off and he wil! 
find himself ‘* left.” 

If ‘* New England” would like to know how slight a foun_ 
dation he has for the charge of weakness, etc.. of the M. C. B. 
coupler, he can be gratified in so far as relates to the Janney 
coupler only by application to Wma. McConway. 

PITTSBURGH, Pa., May 8, 1889. 





May 9, 1889. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 


I notice in your issue of May 3 a letter from a gentleman 
in Chicago who writes over the signature ‘‘ X.,” taking up 
the question of standard couplers. The gentleman who ha, 
written the article is evidently ignorant of the fact that for 
t he past fifteen years all the passenger and freight cars in 
this country, whether coupled with links and pins or with 
the Miller or Janney coupler, have, by the action of the 

Master Car-Builders’ Association, been so arranged that the 


draw-bars are exactly the same height from the ground on 
all of the roads in the country. The gentleman is evidently 
laboring under the idea that no such uniformity of action has 
yet taken place, because he says ‘‘ the poorest form of coupler 
now in use, if applied to all the cars in the country, and 
placed at a standard height, would do more to solve the 
main point, i. e., safety, than all that bas been accomplished 
in the improvement of link couplers, and the adoption of the 
automatic coupler by all the railroads and commissions.” The 
want of a uniform height, or a standard height, seems to be 
the only idea in his article, and yet,if be knew anything 
about railroad practice, he would know that the deys when 
the crooked links were needed on railroads have passed away 
long ago. 

I have no idea the Inter-state Commerce Commission will 
undertake to manage the question of standard couplers. 
Several of the states in the Union have taken the matter into 
their own hands, and have passed certain laws ; and now, if 


The writer of that article shows that there was no economy 
in its use, and that such ballast had almost entirely disap- 
peared from the best managed roads in India. 

The methods cf burning clay as practiced in India and in 
this country are widely different. In the first place the 
American practice would condemn a clay that was not plas- 
tic enough when first dug to be used, instead of mixing jwith 
water and forming into balls and tuen drying in the sun be- 
| fore placing on the pile to be burnt. To make the best 
| quality of burnt clay a much fatter clay than ordinary brick 
| loam should be usod; clay that for brick requires the addi- 
| tion of sand and also that has a small percentage of lime in 
| it in order the more readily to be vitrified. Clay that re- 
| quires no additional sand for meking brick is too coarse in 
| texture to vitrify into masses, 

‘lhe writer intimates also that it was very difficult to get 
good practice in burning from the native contractors as they 
were too careless in working the clay well and also in using 





the United States Government should undertake to make | the proper quantity of coal. The indications are, in fact, 
one general sweeping rule in regard to that subject, it is evi- | that in India the clay used was poor in quality, and the pre- 
dent that the only result would be that confusion would be | cess of burning very inefficient; that the clay should have 
heaped on top of more troublesome confusion. been denominated baked clay, for further on in the article 
I have been very bopeful that the recommendation of the | he says that he noticed ballast that had been in track five 
Master Car-Builders’. Association, in regard to the standard years had largely turned to clay, also that it destroyed the 
coupler, would be adopted by all the roads in the United ties and even had an injurious effect on fish plates and rails 
States, but I very much regret to say that only a few roads | and that grass grew in it more readily than in stone ballast. 
have taken any action on the subject. If all the roads | Burnt clay can never return to anything like its former 


should decide to do away with the link and pin coupler, and 
adopt the vertical] plane coupler, it would probably require 
five years to make the necessary change, during which time 
confusion would prevail. The writer of the article to which 
I refer has probably felt that such is the case, because he 
barps on the adoption of a standard height, evidently witb- 
out knowing that the standard height for draw-bars was fixed 
by agreement many years ago. 

I believe the Inter-state Commerce Commission has too 


much doubt and uncertainty. Many of the different states 
have taken a hand at it, and will probably ccntinue to enact 
lows in regard to it. Some of the states through which our 
own system of roads is located have fallen into the error of 
believing that they can manage the railroads in their states 
better than the owners of the railroads can manage them. 
Take Mississippi, for instance, a state which needs even more 
railroads. In that statea Railroad Commission fixes the 
tariff on passenger fares. It also fixes the tariff for 
freight rates; it locates depots; it designates the kind of 
depots that shall be built: it requires union depots to 
be built at junction points; it designates the number 


of waiting-rooms, and decides how they should be occupied 


by the different races; it determines upon the number of 
water-closets and the size thereof; in fact. it runs the rail- 
roads of the state entirely, with the trifling exception that it 
does not make the time-tables ncr the pay-rolls, nor does it 
raise the money to pay off the pay-rolls and the other operating 
expenses, With these two exceptions the Commission- 


yet the capitalists of New York and Europe, after knowing 
that that state bas kindly provided a board which will oper- 
ate their railroads for them, seem to be timid about building 
any more railroads in Mississippi. This is singular and yet 
it is true. GENERAL MANAGER. 








Eye-bars. 
PITTSBURGH, Pa., May 13, 1889. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

I have read with some interest Mr. Gaylor’s paper in your 
issue of the 10th inst. 
tion with Mr. Gaylor’s statement “ that iron eye-bars made 
by our leading bridge companies, under close inspection and 


members than any of the rolled or built shapes used in any 
other part of the bridge.” 

The tendency of the present time is towards the use of steel 
eye-bars. 
capital invested and now going into plants for the manu- 
facture of steel eye-bars. It is more than probable that steel 
will eventually supplant iron for this purpose. For the pur- 
pose, however, of drawing dut if possible, some views from 
engineers who have had experience in the construction and 
especially the maintenance of iron bridges, I will make two 
assertions. 

First; That iron eye-bars have proved reliable and satis- 
factory for practical use in bridges, and that they have not 
failed in service; that is, not in the ordinary service of a 
bridge. 

Second : That iron eye-bars are to-day the most satisfactory 
tension members for bridges of spans not exceeding 200 ft., 
for the reasons (a) that they have been well tested in service 
and found satisfactory; (b) that the increased weight of the 
iron eye-bar over the steel eye-bar is favorable to the bridge 


ure greater inertia to resist vibration caused by passage over 
it of live loads; and (c) that we bave not to-day positive evi- 
dence that no structural change occurs in steel eye-bars 
under heavy service, especially when they are of compara- 
tively light secticn, while we have recent evidence of the 
breakage of forged steel members of bridges in ordinary shop 
handling. 8. D. 


Burnt Clay Ballast. 


CHICAGO, May 9, 1889. 
To THE EDITOR OF THE RAILROAD GAZETTE : 
In the interesting article in your issue of May 3, entitled 
‘Stone Ballast in India,” the process of the manufacture of 
burnt clay for ballast is described with statements as to prac- 











tical results in using it as ballast for railroads. 


much sense to enter into a subject which is involved in so | 


ers of Mississippi operate the railroads of that state; aud | 


One thought occurs to me in connec- | 


careful tests on the part of the engineer, are more unreliable | 


This tendency is evinced by the large amount of | 


of ordinary span as above, as it gives to the struct- | 


| condition as the chemically combined water in vitrifying is 
| entirely dissipated and will not enter into chemical union 
| again, whereas when merely baked, only a portion of this 
| water is driven off, thus not entirely destroying its plasticity 
on the addition of water. 

In this country extensive use of burnt clay has demon- 
| strated that it is durable, elastic, free from dust, more eco- 
| nomical in transportation, cheaper to handle in every way, 
|and costs only about oue-half the expense for labor in re- 








| newal of ties and maintenance generally, over broken stone, 
| [It is remarkable for prevention of growth of vegetation. 
But care should be taken to get the proper quality of clay 
and, further, large experience and a peculiar process must 
| be adopted to secure good returns, The clay must be 
| thoroughly burnt or vitrified and not baked or partially 
| burnt. Where properly manufactured universal satisfac- 
| tion has been the result in using it in this country. 
Burnt CLay, 








= 
Professor E. Winkler. 


DEPARTMENT OF CIVIL ENGINEERING, 

MASSACHUSETTS INSTITUTE OF TECHNOLOGY, 
Boston, May 11, 1889. ‘ 

| To THE EDITOR OF THE RAILROAD GAZETTE: 
| On the 27th of August last occurred in Berlin the death of 
Prof. Emil Winkler, Professor of Bridge Building in the 
Royal Polytechnic School. Prof. Winkler was well known 
to many engineers in this country, both personally and by 
his writings, which covered a wide field and treated very 
exhaustively of certain subjects. In Germany he was 
recogniz-d as one of the leading authorities on bridges. To 
those who knew him personally he endeared bimself by his 
kind but unassuming spirit, and his staunch and steadfast 
friendship, and he commanded their admiration by his de- 
votion to his profession, his untiring energy and persever- 
| ance, the range and thoroughness of his attainments, and his 
almost limitless capacity for work. He had for many years, 
| however, overtaxed his strength without knowing it, and 
| was finally brought, at the age of 54, to an untimely end, 
just when his experience and knowledge were of the greatest 
value, 

A movement is now on foot to erect a bust of Professor 
Winkler as a memorial in the Polytechnic School with which 
he was so long connected. I beg to call the attention of your 
| readers to the opportunity which is now before them to con- 
tribute toward a memorial to this distinguished man, believ- 
ing that those who have known him either personally or 
| through his writings, and who have experienced the enthu- 
| siasm which he infused into all who knew him, will only 
need a knowledge of their opportunity in order to take ad- 
vantage of it. 

Contributions, however small, will be thankfully received, 
and it will undoubtedly be a gratification to those who 
have the matter in charge to be thus assured of Professur 
Winkler’s standing on this side of the Atlantic. Contribu- 
tions may be sent to Ernst & Korn, Wilhelm strasse, 90, 
Berlin; or to Herrn Recbnungsrath Hoffmeister, KGnigl. 
Tech Hochschule, Berliu-Charlottenburg. If preferred, the 
undersigned would also be happy to remit any amounts 
which are sent to him. GEORGE FF’. SwAIn, 








| 
| “Plums.” 


|To THE EDITOR OF THE RAILROAD GAZETTE: 
Didn’t one of your correspondents a few weeks ago ask for 
'a vocabulary of railroad terms‘ If so, will not somebody 
| explain the mystery about this new word “plum?” I bave 
| seen it several times lately. It occurred m Mr. Chauncey M. 
Depew’s testimony before the Fifth Avenue Hotel committee 
| as applied to Canada, and now I find it in one of your edi- 
torials as applied to the Chicago terminals just secured by 
the Northern Pacific. Both these instances refer to cases 
| whose value (preserved) is to come some time in the future; 
| should we therefore call “plums” “canned fruit / (Ques- 
tion respectfully referred to the Classification Committee, 
Mr. C. E. Gill, Chairman, 346 Broadwav, New York.) 

Then a plum has a pit which in eating we have to look cut 
for; fatal instances of swallowing it are on record. Is it so 
with a transportation ‘‘ plum?” If so, where and what is 
this pit as applied to the aforesaid terminals or to Canada? 
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If we could have this important subject carefully defined 
and described, who knows how much anxiety we might save 
those who like plums but can’t distinguish between tke fruit 
and the pit ¢ PLUMMER. 








Greater Freedom to American Roads. 


TO THE EpITOR OF THE RAILROAD GAZETTE: 

Your editorial upon the Ccmpetition of Canadian Rail- 
roads must meet with general approval. The conclusion 
that ‘ the committee, if they modify the law at all, should do 
so in the direction of giving greater freedom to American 
roads rather than of putting greater restrictions upon the 
Canadian ones,” 1s so sound as to need quoting. Before your 
editorial appeared I was called before the Senate Ccmmittee, 
and while there the question was asked me, What can be 
done? As the newspaper reports were very indefinite permit 
me to give briefly the discussion which arose. 

I suggested that the Commission apply, when necessary, to 
roads competing with American lines that have Canadian 
connections the same exception to the long and short baul 
clause which they have permitted to roads competing with 
water routes or with foreign roads wholly outside of the 
jurisdiction of the,Commission. Senator Platt advanced the 
objection that such exception made to the Northern Pacific 
would bave to be made also to the Union Pacific, and thus 
compel a readjustment of all trans-continental traffic. To 
this assent was given, with the caution that the exception 
should be allowed, of course, only after examination of 
all the facts, and then only when the competition was 
mapifestly unfair and injurious—a mere differential not 
being proof enough. Also that such readjustment 
would be the same as now against water carriers. Sev- 
eral senators here remarked that there were no violent ex- 
ceptions to the long and short havl because of water compe- 
tition; that the clause was very nearly or quite lived up to. 
In proof of my illustration, a number of instances were given 
the committee, such as the first class rate from New York 
to New Orleans, 70 cents (just raised from 55 cents), as com- 
pared with $1.14 New York to Atlanta, ete. In fact the 
tariffs of the southern roads are full of such violations, 
tacitly passed upon by the commission recently. It will be 
noticed that this proposition would not require any amend- 
ment to the present law. Since the Railroad Gazette favors 
something of the kird Iam more than ever inclined to look 
upon the suggestion with fevor. Tuos. L, GREENE. 





Bridge With Solid Plate Floor. 


We show herewith some details of a short span bridge with 
solid plate floor, as recently built on the line of the New 
York Central & Hudsen River Railroad. This bridge crosses 
the Erie Canal at Rome, N. Y., but itis a type of a class of 
short span bridges which the New York Central has recently 
adopted. The construction of the bridge is so clearly shown 
in the illustration as to require no description. It will 
noticed that the end post is not only very heavy in itself, but 
is braced by a substantial strut, making it very stiff to 
resist a blow from a derailed locomotive or car. This par- 
ticular bridge 1s 98 ft. 5° in. long, double track, and built 
on a skew of about 54 deg. The opening spanned 1s 90 ft. 

The thickness of the bridge floor in this case was limited by 
the street grade at the end of the bridge aud by the regula- 
tions as to head room over the Erie Canal. The lowest line 
of the floor is 12 ft. above the water, and the base of the rail 
is 20 in. higher and 2 in. above the floor. The ties are 8 x 8 
in.. laid in small stone ballast in the troughs. Drainage is 
provided for by *;-in. holes im the plates. The floor plates 
are treated with a soft asphalt coating, being immersed in 
the asphalt in vats for 30 minutes, at a temperature of 300 
deg. KF. ‘The floor weighs 1,600 ft. per lineal foot. 

The portals are of solid wrought-iron plates; the rest of 
the structure of open-hearth steel of a tensile strength of 
65,000 lbs. per sq. in. All the steel was inspected at the 
mills. All holes were drilled except in the portals. The 
drilling of the rivet holes in the chords and pieces was done 
at one operation, and all the work came together with a close 
fit. 

The mill weight of this bridge was 161, tons. The con- 
tractors were the Hilton Bridge and Construction Co., Al- 
bany, N. Y. 


be 








A New Driver Brake Arrangement. 
The driver brake arrangement shown herewith is one 
which the Eames Vacuum Brake Co. have been experiment- 
ing with during the past year. It has been applied to a con- 
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siderable number of locomotives having six and eight 
drivers. One of the noticeable features in the results of the 
actual use of this brake is the uniformity of brake shoe wear. 
By actual measurement it is found that the brake shoes on 
all wheels last about an equal time; the small variations of 
thickness do not correspond toany arrangement of the shoes 
but appear to be purely accidental. 

The novelty in this brake is the method of equalization. 
In appearance it resembles an eccentric with two centres; 
one attached to the brake shoe, the other attached to a rod 
leading to the succeeding brake shoe in the system. The 
strap which surrounds the disk bears on the front side of the 
disk only; that is, on the opposite side to the point where 
the rod is attached. The result is that the movement of the 
engine passing over low places, or the natural movement of 
the disk with regard to the strap, produces a rolling move- 
ment of the disk on the strap, which takes place with little 
or no friction. The strap is made slightly larger in diameter 
than the disk. The disk contains two bearings, and the 
power applied to the strap is divided between these two bear- 
ings in proportion to the distance of the centres of the bear- 
ings from the centre of the disk. These distances are in the 
following ratios: 3 to 1 in the rear disk, 2 to 1 in the middle 
disk and 1 tol inthe forward disk. The brake blocks are 
supported in the line of stress by wrought iron brackets at- 
tached to the upper part of the frame. 

Among the advantages claimed for this brake arrange- 
ment are: Perfection of equalization for any number of 
wheels and for any amount of variation in the thickness of 
the shoes, and a minimum number of parts, with simplicity, 
accessibility and ease of repair. The tie bar passes through 
both the disk and the strap and, therefore, it is almost im- 


| t 1 
| | 


possible for it to fall down. For this feature is claimed in- 
ereased safety over other devices of the kind. 

The Eames Brake Co. are paying considerable attention to 
the manufacture of this brake, and in order to render all 
parts more durable, they are made integral toa great ex- 
tent. All parts are made of wrought iron without welds. 
One commendable feature of this brake arrangement 
is that principle of construction which allows the equalizer 
to move in a plane parallel to the motion of the brake shoes. 
This brings the axes of all the pins and bearings of the entire 
system parallel and the wear is, therefore, on the entire 
length of the bearings at all times. Not the least important 
of the advantages of this brake arrangement is that of min- 
imum weight. 





Two Rail Sections. 


In our issue of Feb. 1 we showed a 70-lb. rail designed by 
Mr. W. B. W. Howe, Jr., Chief Engineer, Savannah, Florida 
& Western. Mr. H.S. Haines, General Manager of the Plant 
System, has sent us a blue print of the section as finally 
adopted, which we reprocuce aere, together with illustra- 
tions of the joint. The changes made in the section since we 
illustrated it are rather immaterial, and the principle upon 
which the rail was designed remains unaffected. 

Mr. Haines says that this section is offered to the public as 
an additional contribution to the discussion of the subject of 
rail sections. It was the idea of the designers of this section 
to provide a rail of greater stiffness without greatly increas- 
ing its weight. With the same height and hase for a 70-lb, 
rail that other railroad companies are using for an 80-Ib. 





section, and the same material in the head that they used 
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EQUALIZED DRIVER BRAKE. 
Eames Vacuum Brake Co., New York. 
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Builders’ Association, requires the Arbitration Committee to 
ask from its members by circular, suggestions of changes, 
amendments and additions to these rules, who shall revise 
and formulate such replies as they may receive, for presen- 
tation to the Association at the next regular meeting. 

“Tn accordance with the above rule it was resolved that 
the Committee respectfully requests your club to offer such 
suggestions relative to amendments as it may see proper to 
make. 

‘* The Committee will be glad to receive suggestions also 
from any individual member of the association. 

‘* As the time of the meeting of the association is very close 



































70-LB. RAIL 


in their former 60-lb. section, thay have secured a rail of un- 
usual stiffness. 

The experience on the Savannah, Florida & Western in- 
dicates that the end to be sought in the heavier sections is to 
secure stiffness rather than to provide for the wear of the 
Lead, but it is thought possible that the section that will be 
found most desirable on this system would not be the best 
for track laid with stone ballast. 

It will be‘noticed that the angle-splices are of the unusual 
length of 48 in. and have heavy top and bottom flanges. The 
spacings of the bolt holes is also unusual. 

On the same page we show the 74-Ib. rail of the New York, 
New Haven & Hartford. This section is peculiar as haviug 
probably the longest crown radius of any section in use in 
this country. It has been increased from 72 lbs. to 74 Ibs., the 
height remaining the same, but the width of the base has 
been increased one-half an inch. 

The angle splice has also been modified. The standard 
until recently had a web on the outside of the angle extend- 
ing up the side of the rail head. We observe that this web 
has disappeared in the new design, but the angles are 


still, for some reason not easily understood, left unsym- 
metrical. 








The Connecticut Commissioners on Car Heating. 





The Railroad Commissioners of Connecticut had a hearing 
on car heating on May 8. A number of railroad officers 
and of the representatives of various heating systems ap- 
peared before them. 

Mr. O. M. Shepard, General Superintendent New York, 
New Haven & Hurtford, said that his company was anxious 
to adopt any system that is both safe and practicable. His 
company is not controlled in its policy in this matter by con- 
siderations of economy, but of the safety and comfort of the 
passengers. He thought that the safety of the Baker heater 
had been demonstrated by its behavior in accidents. 

Mr. G. W. Beach, Superintendent Naugatuck Division, 
N. Y., N. H. & H., who was a member of the committee of 
the Superintendents’ Association which collected a mass of 
information on this subject, the essential part of which was 
published in the Railroad Gazette, said that that committee 
had after much deliberation been unable to come to any con 
clusion for a definite report. 

Mr. John Henney, Jr., Superintendent of Motive Power 
New York, New Haven & Hartford, bad found mueh 
trouble with the couplings tried, and thought that a system 
taxing live steam from the locomotive might be dangerous. 
He considered the Baker heater satisfactory. He thought 
that no existing system of continuous heating was so satis- 
factory as to warrant a law making its use compulsory. 

Mr. G. C. Thayer, of the Poughkeepsie Bridge Co. and 
connecting roads, considered any system using fire in the 
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cars unsafe, but thought the continuous systems still too im- 
perfect to justify a law compelling their use. 

The steam-heating men explained to the Commissioners the 
merits of their various systems. 

Mr. D. D. Sewall, of the Sewall Car Heating Co., replied 
to Mr. Henney’s fear that danger might result from a rup 


ture of steam-heating pipes by citing the well-known experi. 


ment made a few months ago by the Massachusetts Commis- 
sioners, in which they let steam at 80 Ibs. escape in a car, 
and found no discomfcrt. He spoke against a law making 
steam heating compulsory, and said that the railroads would 
solve the problem themselves if let alone. 

Messrs. Baker, Spear, Gold, Pennycuick, Webber, Stein- 
ard, Chase and Martin appeared in advocacy of the very 
well-known systems with which they are identified. 








The Rules of Interchange—New England Railroad 
Club. 





At the mecting of Wednesday, May 8, 1859, President 
Richards occupied the chair and announced as the subject 
for discussion for the evening ** The Rules for Interchange 
of Cars.” He read the following circular addressed to the 
Club by the Arbitration Committee of the Master Car- 
Builders’ As.vciation : 

“At a meeting of the Arbitration Committee of the Master 
Car-Builders’ Association held in Chicago April 24 and 25, 
1889, the following action was taken: 

** Rule No. 30, of the Code of Rules of the Master Car- 





at hand prompt attention to this matter is respectfully re- 
quested. 

‘* Kindly send communications to F. D, Casanave, Chair- 
man, Fort Wayne, Ind.” 

Mr. F. D. ApaMs (Boston & Albany): In looking over the 
rules, it seems to me that they need some alteraton. Some 
of them need to be made plainer so that our inspectors may 
understand them more clearly, This circular from the 
Arbitration Committee seems to be very pertinent. This 
question of rules for interchange of cars is the most im- 
portant one that comes before the Association at its anbual 
meeting. It is something in which we are all directly inter- 
ested: we could not run our roads with success unless we bad 
these rules. What we should aim at is to get these rules 
down to the simplest form, so that they can be understood by 
the simplest minded men that we employ; not that our in- 
spectors are not men of ordinary intelligence, but a very 
large number of them are employed, and the rules should be 
so plain that any one of them can know just what they mean, 
so that he can act upon them as authority, without going to 
his superior for advice and instruction. 

With regard to the points where I think there should be a 
change, I will read from a letter which I addressed t» the 
Chairman of the Arbitration Committee on the 27th of 
February: 

* As T understand, it is among the duties of your commit- 
tee to report to the association any changes that you may 
deem best to make in the Rules of Interchange; and in view 
ot this, I would suggest some points that I think ought, for 
the interest of transportation, to be made more definite and 
lain. 
ne ist. How large a piece must be broken outof the flange 
of a wheel to change the term chipped to broken.” 

‘*2d,—Rule Eleven seems to lack definiteness. It says: 
‘In the case of cars belonging to private parties or corpora 
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tions, other than railroad companies, or that are not cared 
for or controlled by a railroad company, etc.’ Now in con- 
nection with this rule comes in rule 27, which says: * In 
rendering bills cars shall be treated as belonging to railroad 
companies whose name or initials they bear.’ What I wish to 
call the attention of the Committee to is this: We find in ren 
dering bills that are running over our road a large numbet 
of cars marked with the initials of different railroads t at 
are put on these cars by the consent of the road, but the road 
whose initials they bear has no interest whatever in the cars, 
and says that the mileage is paid to the private parties.” 

In other words, they repudiate the bills; they say the cars 
do not belong to them. Now, bere isa rule which makes it 
obligatory to send the bills to those parties, aud they refuse 
to pay them. 


** It seems to me that Rule 27 conflicts with Rule 11, and 
I hope you will give it your attention, as it has been some 
trouble to us; the railroad compames say they do not own 
the cars, and it is very difficult for us sometimes to find out 
who does own them. It is evidentiy as mple dodge to com- 
pel railroad companies to make repairs that actually and 
properly belong to private companies, who do not recipro 
cate in the interchange of cars and consequently take no 
risk.” 

*‘Rule 19 makes a road liable for wrorg material, and 
very properly so, generally, but I think an exception sbould 
be made in regard to box lids or covers. This seems to be the 
sentiment of the various clubs, as far as I can Jearn.” 

If a box is put in with a different style of lidon it, but uni- 
form in every other particular, and returned to the owner, he 
may say the box is wrong on that account. Everybody knows 
that the cover is unimportant, so far as interchange 1s con- 
cerned. I was present at a Buffaloclub meeting some months 
ago, where this question came up, and it was voted by that 
club that the box lid should not have anything to do with 
making the box acceptable; in other words, if the box con 
formed except the cover, and everything was properly fitted, 
that should not be an objection to receiving the car. 

** Tf the cover is not the standard of the road it should not 
be objectionable, provided the box conforms in other re- 
spects, and the key, brass, ete., is uniform. This needs at 
tention and alteration. 

‘*T also think that under the circumstances cars should be 
allowed to pass with a good, reliable draw-bar, at least until 
there is a reasonable amount of cars equipped with the s« 
called standard bar.” 

There is a point I think important to be inserted mm our 
rules, that if the bars are sound and reliable, of sutticient 
size and strength, they should not be objected to. 
not object to any pattern of the ordinary old style, the link 
pattern. I would not like to have an automatic bar put into 
our cars, and I don’t suppose it would be done, as they are 
more expensive. 

After I had written this letter to Mr. 
to Mr, Rhodes, the President of the Western Railway Club, 
calling his attention to these matters, and asking him if they 
would not discuss them in their Ciub, and I see that at their 
meeting of April 17, they had quite a discussion on these 
points to which I have referred, and it simply shows bow 
much difference of opinion there isamong the men who make 








lL would | 


Casanave, I wrote | 


these rules, and if they don’t agree it is not to be wondered | 


at that our inspectors do not, 

[ see that there is a society in Chicago called the Car Fore- 
men’s Association, and the question of the interchange of cars 
at Chicago was discussed at one of their recent meetings 
They have a great many cars to interchange at Chicago, 
perhaps more than at any other point in the United States 
In a paper read at that meeting by Mr. E. 
claimed that Rules 4 and 6 are badly abused, and I think he 
is right about it. Rule 6 reads: ** Any company finding a 
car with defect card attached may make repairs noted by 
the card, provided such repairs are necessary for sate run- 
ning of the car, and render bill for same.” 

Now, it would seem that if the car was safe to run, the 
card simply noted a defect that did not interfere with its 
salety, and one man wil! decide that it cught not to be 
stopped for repairs; but the next man understands that he 
is permitted to stop that car and repair it if he finds it empty, 
and he repairs it and sends the bill to the party putting the 
eard on, which the rule allows. Some men will not let a car 
run over their road with a card attached without 


J. Trudeau, he! 


| correct some of the little evils which now exist, 





| minds in the business, and are recognized as just and fair all 
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they will take out our bar and put in their patented one and 
charge us $15 or $16 and allow us for scrap. We have re- | 
fused to allow the bills, particularly with one road, refused | 
to card their cars, and they have referred the matter to the 
Arbitration Committee, and we bave agreed to 
their decision and to card the cars, 

In regard to wrong box lids, when the matter of standard | 
oil boxes was brought before our national association, and | 
especially when it was up for adoption, I suggested that if 
the oil box itself was a standard any lid might be used. That 
idea has not been accepted fully, and many roads have re- 
fused to receive cars with wrong box lids. 

{ have thougbt for many years that our system of inter- | 
change was very expensive, necessitating much clerical 
work, and that we might sometime in the future have some- 
thing better. It seems to me that it would be no more than 
fair that we should take care of the repair of the cars belong- 
ing to our road, whether they areon our road or on other 
roads; the nuleage we get for our cars on other roads should 
pay us for depreciation, 

Mr. ApaMs: Mr. Marden alluded to the matter of old 
defects. How do they arise?—a cracked sill for instance; 
somebody broke it, perhaps six months ago , our own cars 
are sometimes gone for a year, aud come back say with one | 
or two broken sills; they were sound when they left, or they | 
wouldn’t have been taken on the New York Central. Now, | 
if it can be ascertained who broke that sill, that party should 
pay for the repairs. I wouldn’t take any cars with old de- | 
fects; would make the rules so that cars shouldn't be passed ! 
with old defects. If all the cars needing repairs were stopped 
and the repairs made, the matter would soon regulate itself, 
and the question uf old defects would vanish. Il would vote 
to-day in the National Association for a rule which provided 
that every car not in thoroughly good order should be 
stopped, as that seems to me the only way to remedy the ex- 
isting difficulty. 

Now, with regard to box covers, a good many are laboring 
under the idea that our rules require a cover of certain di- 
mensions. I do not so understand them. Iwas one of the 
committee Who got up those plans and patterns, and no spe 
cial cover was adopted, The ‘* Master Car-Builders’ cover” 
is trequently alluded to in the papers, but there is no such 
thirg; and ifa box has a good cover that shuts tight it 
should not be thrown out, and in order to obviate any trou- 
ble under this head, [think the rule with regard to repairs 
witb different material should be changed. 

Mr. LAUDER (Old Colony): 1 should hardly accept Mr. 
Marden’s view that these interchange rules are burdensome 
and that something better can be devised, because I think we 
can get along with just the ruleswe have now, with per- 
haps some slight amendments in regard to minor pcints. 
rules are the growth of years, devised by the best | 


abide by 


over the country, and I should regret to see any effort made 
in the Master Car Builders’ Association to overturn them. I 
think the difficulties in their application will be met as they 
have been before, and we shall continue to make them a little 
more perfect as we go along from year to year. I think, as 
Mr. Marden does, that it might be an advantage to have 
another kind of card, such a card as will pass the car along 
without its being an order for repairs, and this I think would 


Mr. ApAMS: The reason that Mr. Lauder is so well satis- 
fied with the rules as they are is that his road is quite dif- 
ferently situate from ours and others which have through | 
line connections. L presume we get fifty bills for interchange 
While the rules as a whole are excellent, 
and are the result of long experience, I think they require | 
some modification, I should be opposed to materially chang- | 
ing or doing away with the system, because asa whole it 


| works very well. 


stopping | 


it for repairs. That is not the intention of the rule or the de- | 


sign of the card; the object of the card is to carry the car 
through to its destination. This article to which I refer 
seems to charge some roads with making a specialty of re 
pairing cars that come into their hands with cards on them. 
They are not like our road, because we don’t want to do any 
more than we are obliged to, and what we do we do because 
we believe honestly that it is for the advantage of ourselves 
and also of the company owning the car. Of course some 
judgment must be used as to whether the car will reach its 
destination safely without repairs, whether the defect will 
not increase so as to render it unsafe, and whether a repair 
now would not save a much more expensive one later. 

At the meeting of the Western Railway Club of April 17th 
to which I referred, there was quite a discussion of tbe ques- 
tion which I presented in my letter, concerning how much of 
a piece should be broken out of the flange of the wheel to 
change the term chipped to broken. Now it seems to me 
there should be a positive, fixed, definite size of piece that 
sball be broken from the flange to constitute it a broken 
wheel any make it a chargeable wheel. Chipped flanges are 
not chargeable. ‘They are supposed to be occasioned by run 
ning over a bad frog. It is not an infrequent thing to find a 
piece broken out five or six inches long, and if it is broken so 
badly, it lsoks to me that the wheel ought to be chargeable. 
I don’t know that we can get avy proof that frogs will break 
chunks out of a wheel five or six inches lung; it might be a 
question. 

Mr. MaRrveEN (Fitchburg): There is no doubt that rule 6 
is abused, and I think the remedy for it is to have two cards, 
one for new defects and another for old defects; and I think 
the com:any that owns the car should be held responsible 
for old defects on that car. We have found our system of 
line inspection between Boston and Chicago has been of great 
benefit in this matter; that is, mstructing the inspectors over 
different roads in a uniform method of inspection, so that 
they understand what is required on the different lines. The 


difference in the size of axles gives us a good deal of 
trouble. We have what is known as the Master Car Build- 


of cars have axies of this size; 25 or 30-ton cars require an 
axle 444 or 4!5. When tuese axles are changed, smaller 
axles, of less diameter, are frequently put in, especially if 
the matter is not carefully watched. . 

In Rules 19 and 20 the matter of wrong material is spoken 
of, especially as applied to draw bars. agree with Mr. 
Adams in this matter. We have trouble every day under 
those two rules. We have given our inspectors instructions 
to receive no Fitchburg car that has not a good strong draw- 
bar. We find that makes a saving for us. When the car 
arrives at its destination, if we choose we take the bar out 
and put in our own type, and hold that bar to put mto a car 
where it belongs. Our bar is a strong reliable bar, a livk and 
pin bar. We have bad trouble in cases where we have broken 
the patent devices which are used on some roads, and re- 
placed them by our own bars. When sucha car gets home 


ers’ standard axle, 4!/ in. in the middle, and a large number 


One matter which I referred to in my opening remarks has 
not been touched upon by others; that 1s the babit of putting 
the cars of private companies into service with the initials of | 
reads to which they do not belong upon them, which roads | 
refuse to pay the bills accruing upon them under the inter- 
change rules. If we put ina wheel in place of one that is 
broken we expect to get paid for it, and we want to know | 
who owns the car. This matter ought to be arranged, so that 
the responsibility for those cars shall be fixed where it be- 
ongs, and there shall be no trouble in collecting bills prop- 
erly arising against them. 

Mr. Lauper: I have always thought that the prices laid | 
down in the Master Car Builders’ rules should not apply to 
private cars cor labor and repairs, because those prices were 
made lower than cost; I believe that a private car should be | 
charged not only what the job costs for repair, but a profit 
also, covering the use of tools, superintendence, etc. In the 
case of two railroads they can reciprocate, but where a _pri- 
vate corporation comes in, there is no way for it to make 
up the balance to the road that does the repairs, which, if 
it charged the prices laid down in the rules, would be sub- 
ject toa loss. Perhaps it would be well to incorporate an | 
article in the Master Car Builders’ Rules to the effect that | 
‘ars having the name or initials of a road upon them shal! be | 
considered as belonging to that road, as far as making the | 
bills for repairs is concerned. 

Mr. ADAMS: The rules do say that. 

Mr. Lauper: Then I don’t know why the roads whose 
initials are on private cars should not pay the bills and get | 
the amount out of the owners of the cars. | 

Mr. ADAMs: I would make a motion that, as the sense of | 
this club, all private companies, such as the Refrigerator | 
companies, The Kansas Beef Co., and others of that char- | 
acter, should pay the cost price of all repairs, without regard | 
to the prices now fixed by the Master§Car-Builders’ rules. I} 
agree with Mr. Lauder that these private companies should | 
not be recognized as being governed by the rules as they are; | 
I claim that they have no right to assume that the rules ap- | 
ply to them; but they do so, as we know by experience in 
dealing with them. I think they should be debarred from 
the privileges given to the roads by the rules. 

Mr. FLETCHER : Let us see if there are not two sides to this 
matter. [tis said that these private companies have no rights 
But l observe that you apply the rules to these companies 
in other cases. If you take a car from them in good order 
and break it up by accident, you repair that car and want to 
charge it t» the owners; you do the same with a railroad. 
Why do you dotbat? Isn’t it a one-sided affair all through? 
if they send cars to you unsound you have aright to reject 
them, and you will every time. If you break them, is it | 
right for you to repair them and charge them for it / | 

Mr. MARDEN : I want to say & word more about the rules. | 
I feel satisfied with the rules, but they need revision occa-| 
sionally. Thedifficulty in their application is that our in- | 
spectors do not understand them alike; they cannot agree 
whether a car with a certain defect in 1t is safe to run or not. 
Therefore I should be glad to see some different arrangement 
if it could be made equitable on all the roads. 

Mr. LAUDER.—The remedy will be to build some standard 
inspectors. I hope the Master Car-Builders’ Association will | 
pass some vigorous resolutions with regard to these purely 
private companies who own cars stamped with the initials of 
some road, so teat the responsibility for repairs to such cars 
shal] be so definitely fixed that there shall be no trouble in 
collecting the bil!s for such repairs. 1f the roads which 








| allow their names to be pvt on private cars will assume the 


repairs to such cars, that will cure the difficulty now existing. 


| 
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| doing good 


| give as good results as any in use. 











Car and Tender Trucks. 


At the last meeting of the Northwestern Railroad Club 
Mr. Wm. McIntosh, Division Master Mechanic Chicago & 
Northwestern, read a paper on tender trucks. He pointed 
out the diversity in construction, and suggested that a stand- 
ard would be useful. Further he said in substance: 

I think there is a general tendency toward providing 
greater capac ty of tenders, particularly as regards the 
quantity of water, which is a move in the right direction. 
bis will reduce the number of stops tv a minimum, and in 
Western countries, where the water supply is often limited 
and of poor quality, will allow the passing of water stations 


| furnishing noticeably bad water, thus resulting in less wear 


and tear to machinery and a corresponding increase in the 
life of flues and fire-box sheets, which would far more than 
counterbalance the disadvantage of increased load. 

| presume the equalized, centre-bearing truck, with swing- 
ing bolster, would be the favorite with most mechanics, and 
it no doubt embraces the best mechanical points. But it has 
such a variety of parts that its theoretical perfection is some- 
what clouded by wear on bangers, equalizers and other mem- 
bers. In practice it does not possess the many advantages 
“Jaimea for 1t over the wooden transom truck with the large 
springs resting on the journal boxes. And in this connection 
I would inquire, is there a better piace for the spring to rest, 
providing of course that allowance is made for the necessary 
freedom of motion? Having had considerable experience 
with this type of truck, and knowing that itis capable of 
service, I am unwilling to permit its con- 


demnation without saying a word in its favor. I am 
aware that it is lacking in mechanical perfection ; 
yet its simplicity of construction, freedom from  break- 


age, nominal cost of keeping in repair and the easy accessi 

bility of all its parts are points in its favor. Flange wear 
only results from faulty construction or neglect of ordinary 
repairs; the same trouble would be encountered from the 
same cause with the most elaborately constructed device. I 
think with a few improvements this truck can be made to 
I would suggest a rolling 
contact between top of spring and upper pocket, and that the 
bottom of spring rest on an inverted clutch hanger suspended 
on a pin passing through sides of lower pocket. I recently 
noticed an arrangement of this kind on a Green Bay & Min- 
nesota engine, and consulted M. M. Fenwick regarding its 
merits. He informs me that it is a decided improvement on 
the sliding contact; also that it is not patented and is free 
to the public. 

About the only move toward uniformi y in the construc- 
tion of tender trucks is the adoption of the M. C. B. axle by 
the Master Mechanics’ Association, and this axle bas proved 
itself adinirably adapted to the service. Not many years 
ago, on the divisions with which 1 am connected, the largest 
tender truck journal was 3!, %5), in., and hot-boxes were 
common enough. Then the engines were changed from wood 
to coal burners, and with the heavier lcads on tenders kot 
bearings were of daily occurrence. Later, axles 3% x 61s 
were substituted, and trouble in this respect greatly reduced. 
Now we have the M. C. B. axle under our heaviest tenders 





} and in all new trucks, and a hot bearing is rarely encoun- 


tered. I cannot call to mind any _ serious objection 
to adopting a truck of one common standard for either 
cars or tender. Such an arrangement would effect a 


| large saving to railroads by reason of the reduction in quan- 


tity of material required in stock and by the cheapened con- 
struction and repairs—baving but one instead of many dif- 
ferent kinds of trucks to make and keep 1n order. 
At the same meeting was submitted a paper by Mr. W. T. 
teed, of the Chicago, St. Paul & Kansas City. He considers 
swinging trucks for freight cars necessary on roads of con- 
siderable curvature for the following reasons. (1.) Side mo- 
tion provides to a great extent against sudden pressure being 
brought to bear against the outer rail on curves and other 
contingencies in track which present themselves after beavy 
rains. (2.) There is reduced pressure against flanges of cast 
wheels, which is an important feature with us when the tem- 
perature is low through the winter months. (3.) There is 
obtained easier lateral motion to body of car, and hence less 
shaking up of stock and other important freight. (4.) It has 
been found necessary to huve easy side or lateral motion on 


| passenger coaches, which is provided for in the truck; and 
| what is good for the passenger coach must necessarily be ap 


plicable to the freight car. 

In regard to tender trucks, many have found it judicious 
to locate weight on front truck entirely centre bearing and 
on rear truck side and centre bearing, and especially where 
side bearers are spread so that spring stands directly over 
arch bars. The idea is to prevent as much as possible the 
surging of water in the tank. The outer elliptic spring on 
the rear truck taking care of the rocking motion, it would 
necessarily follow that a tank would ride steadier, especially 
when trucks are close together, as against trucks a distance 
apart. I have f_und fewer tank trucks of this type leave the 
rail on rough track than any other. Friction or stop blocks 
should be arranged for with sufficient clearance, and so as to 
be of service in case of a broken spring. Elliptic springs are 
preferable to spiral for tender trucks. Fora tender having 
a tank of 3,000 gallons capacity 1 would recommend the 
same size journal and axles as for freight cars, as above men- 
tioned. Also, I would recommend steel-tired wheels for 


| tender trucks of locomotives used in passenger service. 


The American Society’s Committee on the Form 


of Rails and Wheels. 


The Committee of the American Society of Civil Engineers 
ssued under date of March 18a circular asking for specific 
expressions of opinion as to the conclusions reached by the 
Committee in its preliminary report, which is published in 
the Transactions for July, 1888. A supplementary circular 
is issued, dated April 20, «s follows : : 

The Committee desire to supplement their last circular,which 
showed only one section (fig. 1, herewith), by submitting with 
it two other sections, the three together being typical of all 
the varieties of practice which exist. You will greatly aid 
the Committee in the work of preparing a final report (espe- 
cially if you have not yet answered the first circular) by an- 
swering briefly the following questions in regard to each of 
these sections. The preliminary report of the Committee, 
giving all the facts which they could collect, and the pre- 
liminary conclusions which the facts seem to warrant, was 
published in the Zransactions of this Society for July, 
1888. 

Please state if you approve or not the following features 
of the rail section shown in fig. 1 (a lately adopted standard 
of the Michigan Central Railway): ; 

A. The -in. corner radius? B. The 12-in. top radius ? 
C. The vertical sides? D. The very small lower corner 
radius? E. The broad head relatively to depth ? . 

Do you approve or not of the following features of the rail 
section shown in fig. 2 (the standard of the Lebigh Valley 
Railroad)? A. The %&-in. corner radius, identical with a 
similar fillet radius for the inner corner of the flange? B. 
The 10-in, top radius? C, The decided flare of the sides? D. 
The high and large head relatively to base? p 

Do you approve or not the following features of the rail sec~ 
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Those who have not auswered the previous circular of 
March 18 are again asked to refer to the preliminary report 
of the Committee and answer the following questions in re- 
gard to it. The Committee cannot properly prepare a final 
report without a full expression of the views of those who are 
interested in this important question. 

(L.) Do you consider that the evidence submitted in the 
Committee’s report, published in the Transactions of the So- 
ciety for July, 1888, together with your own experience and 
observations, warrants accepting as final conclusions the pre- 
liminary conclusions as to cau-es of sharp flanges, outlined, 
etc., at the foot of page 287 If not, please state your objec- 
tions, 

(2.) Do you consider, on the same basis of fact and personal 
experience, that the preliminary conclusion as to rail-wear 
stated near the bottom of page 35, “that the rate of rail- 
wear grows very mmaneniailey greater as the rail corner is 
rounded off to fit the fillet of the flange,” may properly be 
accepted as a final conclusion? If not, please state your 
reasons. 

(8.) Do you consider that the engravings on page 38-9, 


with your own observations and experience, warrant the con- | 


clusion that worn rails in service take a top radius of about 
12 in., seldom much less or more, and a corner radius of 
absut \¢ in., or somewhat more? If not, please state your 
conclusions. 

(4.) Do you regard as warranted by the evidence the pre- 
liminary conclusions stated in the two paragraphs at the bot- 
tom of page 44? if not, why not ? 

(5.) Do you regard as warranted the preliminary conclusions 
as to fillet radius, on page 45, at the end of the report ¢ 

(6.) Mr. Don J. Whittemore, Past President Am. Soc. C. E., 


Chief Engineer of the Chicago, Milwaukee & St. Paul Rail- | 


way, in a paper, of which advance copies have been published 
by the Society, objects to any top curve at all, and proposes 
an entirely flat top between the rail corners. Do you deem 


this likely to be effective in reducing rail wear, and advise | 


recommending an entirely flat top ¢ 

Answers to be sent to Committee on Rails, care John 
Bogart, Secretary American Society of Civil Engineers, No, 
127 East Twenty-third street, New York. 








Hearing Before the Senate Committee on Canadian 
Competition. 

The Senate committee inquiry concerning the relations of 
Canadian roads to those in this country, which was reported 
in the Railroad Gazette of last week, was continued on May 
9 and 10. 

President George B. Roberts, of the Pennsylvania, thought 
that the Canadian lines certainly had an advantage under 
our present Jaw. His road, however, had not suffered 
directly. It bad felt the influence of the Grand Trunk, be- 
cause any severe depression of rates affected all the lines to a 
certain extent. He would not claim that the Grand Trunk 
was acting incorrectly at present, but it had formerly caused 
the Pennsylvania inconvenience. So far as economy of traffic 
was concerned he felt that the Pennsylvania could com- 
pete with any other road between Chicago and New York. 
Canadian roads had an incidental advantage in being able 
to get material from England free of duty. They also ob- 
tained capital at a lower rate than American roads could. 
He thought it advantageous to the public that the Trunk 
Line Association should be sustained, as it insures publicity 
and stability of rates. The condition of railroad affairs bad 
been bettered since the passage of the Luter-state Commerce 
law. Evasion of the law is still practiced; this should be ex- 
pected, as the government sucdenly thrust a great change 
upon the conditions of doing business. Some law should have 


been enacted long ago. The time was certainly ripe for | 


some sort of government control. The Canadian roads 
should be subject to the same law as American roads 
with which they compete He could not see why an excep- 
tion was made in favor of Canadian railroads as against 
Coastwise steamers. In the last resort it may be wise 
to exclude Canadian roads entirely. The United States 
should subsidize American steamers so as to mak: competi- 
tion with Canadian Pacific steamers more nearly equal. The 
old pools cost a great deal of money and did not fully serve 


their purpose. They tended to increase construction of com- 





*The committee is in error re arding this section. It w 
roposed iby Mr. James A. Millholland, General heonaaer 
eorge’s Creek & Cumberland Railroad, ina communication 
to the Railroad Gazette, printed April 13, 1888. It is now in 
at road but not on the — 
opo.ce Sets oon Cumberland Valley.—Ep1iTor 


| petitive lines. If the United States Government took a more 
| paternal interest in the roads; if the state governments 
| should act in a more friendly manner toward them, and if 
| capital might be diverted from building unnecessary roads, \ 3 


| the railroads of the United States would prosper more. He 
| was not prepared to admit that legalized pooling was advis- 
‘able. Pools tended to prevent the natural development of 
| railroads. He preferred well-regulated competition under 
| proper laws to any form of combination. The Pennsylvania 
had for years been subject to the long and short haul law in 
| the state of Pennsylvania. 
| President W. C. Van Horne, of the Canadian Pacific, 
stated that, excluding coal, the business of his road originat- 
| ing inthe United States was inconsiderable. The differen- 
| tials which that road enjoyed were principally on passenger 
| traffic. The freight brought by it from San Francisco was 
| chiefly hides and wool for Boston. Senator Cullom pro- 
| duced a statement showing that the Canadian Pacific had 
| received $215,000,000 in Jand and money subsidies from the 
Canadian Government. Mr. Van Horne criticized the items 
of this statement and would notadmit that the total should 
be nearly so large as stated. The Asiatic trade bad con- 
stantly increased, and is sufficient to keep a line of monthly 
steamers in operation. An arrangement bad been made 
witb the Government by whicha mail line would be con- 
| structed as soon as the contract should be signed. The ruad 
was getting about 10 per cent of the entire transcontinental 
traffic at present. The proposed steamers would make 17!, 
| knots an hour, and would be fitted with port-holes in order 
| that they might, in case of necessity, be used as war vessels. 
The amount of the subsidy was $300,000a year. They 
| hoped to land passengers from London in Yokohama in %] 
or 22 days. That would bea saving of at least 10 days 
over the other route by way of the Suez Canal. 
The earnings per ton per mile of through freight on the Can- 
adian Pacific last year were 1.02 cents. Rates in Canada 
had been graded to meet the requirements of the Inter-state 
Commerce law. The greater part of the freight brought by 
this road for Chicago was from trans-Pacifie countries and 
Alaska. The Canadian Pacific had never regarded the 
American lines as competitors in Asiatic trade. The busi- 
ness in that direction secured by this road had been taken 
from the Suez Canal route. The Canadian Pacific could 





complied fully with the requirements of the Inter state Com- 
merce law wivhout giving rebates. West of Lake Nipissing 
the subsidy received bad been $35,000,000. This was less 
‘than the amount received by the Northern Pacific. Nine- 
tentbs of the rolling stock of the Canadian Pacific had come 
from the United States. The company was not more closely 
allied to the Canadian government than the Pennsylvania 
road with the government at Washington. 

John Newell, President of the Lake Shore & Michigan 
Southern, said his road had suffered from competition with the 
Grand Trunk. Much of thesuccess of that road had been due, 
he thought, to violation of the Inter-state Commerce law, aud 
he promised to furnish documentary evidence to this effect. 
| The Inter-state Commerce law would prevent violation of 
agreements if enforced. Legalized pooling is desirable. 

H. B. Ledyard, President of the Michigan Central, testi- 
fied that his road was unfavorably affected by the competi- 
tion of the Grand Trunk. Local rates in Canada were much 
higher than in the United States. He was certain that the 
Grand Trunk paid rebates in many instances. The Michigan 
Central bad lost most of its foreign trade because of the sub- 
sidizing of vessels sailing from Portland, Me., in connection 
with the Grand Trunk. The Canadian roads should not be 
| allowed to aiter rates from points in the United States with- 
out notifying the commission, but local rates in Canada do 
not concern American roads. Competition among American 
roads would keep rates dowh even if the Grand Trunk were 
eliminated, 





make three days better time between China and London | 
than the lines via San Francisco. The Canadian Pacific | 











Much of the evidence of all the railroad officers in this 
hearing bas been substantially a repetition of the views ex- 
| pressed by the men whose testimony was first reported, and 
| has, therefore, been largely condensed. 
| On May 10, Charles 8. Smith, President of the New York 
| Chamber of Commerce, testified. The Jong and short baul 

clause he believed injurious to the interests of the country. 
It had decreased exports and retarded the development of 
| the West. The balance of trade in favor of this country had 
| steadily decreased for 8 years, and last year it was $28,000,- 
| 000 against us. Pooling should not be absolutely prohibited. 
Shippers could deal with a commissioner more conveniently 
than with a number of individual roads. The Government 
should control pools, however. Canadian lines were of great 
advantage to cotton mills in Maine, taking their goods to 
| Chicago for the same price it cost to take them to New 
| York. 
J. H. Herrick, ex-President of the Produce Exchange, said 
| that since the passage of the Inter-state Commerce law the 
| condition of the merchants had improved, but the naming of 
| cheaper rates for export traffic than for that destined to the 
| seaboard only was destructive to commerce. 
| J. D. Kernan thought pooling should be allowed to some 
extent. He inclined to think the present law allowed the 
| railroads all the legitimate advantages they had before it was 
| passed. It should be tested some time yet. Tbe Canadian 
| roads remained in the pools only while traffic was good, The 
|long and short haul clause of our law was too strong a 
| measure, 
| The committee will meet in Boston, July 5. 
The Paris Exhibition. 
Engineering (London), for May 3, contains a very full 

| account ot the buildings of the Exbibition,-w'th details of the 
organization, classification, etc. From this paper the follow- 
| ing notes are extracted: 

The buildings occupy the Champ de Mars, the site of the 
Exhibition of 1878, but considerably, more ground is 
|inclosed, covering the Quai d’Orsay and the Esplanade 
|des Invalides. The Trocadero Palace and grounds which 
| were also occupied in the former Exhibition, are in- 
| cluded in the present inclosure. The general arrangement 
| of the buildings, exclusive of restaurants, buildings erected 
by foreign governments, buildings representing the History 
of Human Habitation, and the like, is as follows. 

On the Champ de Mars.—The Fine Arts Building, the 


| 
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Palace of the Liberal Arts, the Galleries of Miscellaneous 
Industries, Machinery Hall, the Eiffel Tower. 

On the Quai d’Crsay.—The Palace of Alimentary Prod- 
ucts, the Agricultural Galleries. 

On the Esplanade des Invalides.—Miscellaneous Exhibi- 
tions. 

On the Trocadero.—The International Exhibition of Horti> 
culture and Arboriculture. 

It was estimated that the total cost of buildings and opera 
tion would be $8,600,000, and that the receipts from the sale 
of admission tickets, concessions, etc., would be $4,800,000, 
leaving a deficiency of $4,800,000, for which provision was 
made by appropriations from the state and from the city of 
Paris The estimated cost of the exhibition works was 
$6,582,880, and the actual cost was $5,886,305, or a decrease 
of 3646,485., 

The Minister of Commerce and Industry is the Genera} 
Commissioner of the Exhibition, and bas under bis immediate 
orders three Directors General, of Works, of Management 
and of Finance. 

rhe prices of admission are fised at 20 cents in the day 
time (except on special occasions, when the price will be 40 
cents), and 40 cents at night, except on Sunday, when the 
charge is 20 cents. Season tickets, admitting the holder at 
ail times, cost $20 for the general public, and $5.20 tor mem- 
bers of commissionsand committees, The catalogue is printed | 

} 


by a contractor, who engages to sell it ata price not excecd- | 
ing 6O cents. 

There are to be 85 juries, composed of French members | 
appointed by the government and foreign members nomi- 
nated by their respective commissions. The awards consist of 
the grand prix, gold medals, suver medals, bronze medals, 
honorable mention. 

An interesiing feature of the Exhibition will be the meet- 
ing of a number of congresses and conferences, at which im- 
portant questions in the arts and sciences will be discussed 
by experts from all parts of the civilized world. 

The constructions which present the most interest to en- 
gineers are the Eiffel Tewer and Machinery Hall. Mr. 
Gustave Eiffel, the distinguisbed engineer who erected the 
tower, received a subsidy of $300,000 and a concession al- 
lowing the structure to stand for 20 years as the property of 
the builder, after which time it will belong to the Munci 
pality of the City of Psris. The upper platform of this 
tower is $896 ft. above the ground, and tbe structure is sur 
mounted by a lantern whose top is at a height of OS4# ft. 

Machinery Hall occupies nearly the whole width of the 
Champ de Mars, and covers anarea of more than 900,00' 
sy. ft , being composed of a nave having 375 ft. space and a 
length of 1,380 ft., with a gallery 57!" ft. in width on each 
side. The estimated cost of the building was $1,300,000, 
and the actual cost $1,502,785. The lateral galleries are «i- 


vided into two levels by a floor at a height of 26 ft. 3 in. | 
above the ground, access to the upper floors of the galleries 
being provided by large staircases. A vestibule, forming | 
supplementary galleries, is constructed between Machinery 
Hall and the Gallery of Miscellaneous Industries, ‘The di 
mensions of this pavilion or vestibule are 98 {t. 5 in, by 120 
ft. 8 in. 

The roof of Machinery Hall is constructed of steel, the 
form chosen being that of a surbased spiral, the curve being 
compused of arcs of circles and straight lines. Each girder 
weighs 196 tons, except those at the gable ends, which each 
have a weight of 240 tons. Each girder contains about 
32,000 rivets, 19,600 being closed up at the works, 10,300 | 
on the ground, and 2,100 on the scaffolding. There are three 
elevators in the building, oue ascending to a height of 150) 
ft., and the other two carrying passengers to the upper gal- 
leries. Test pieces of the steel used in construction were sub- | 
jected to a tensile strain of 15.24 tons per square inch for 10 
minutes; then additional loads of 0.5% ton each were added 
until the specimen was ruptured, it being specified that the 
breaking load should not be less than 27.94 tons per square 
inch, with a reduction in cross-section of at least 40 per 
cent., and an extension of at least 24 per cent. 


The work of painting this immense structure was accom 
plished on traveling platforms, suspended by grooved pul- 
leys from tightly-strained wire ropes. By this meaus about 
165,000 sq. ft. of surface was painted by 3 


30 men in 18 days | 
at an average height of 115 ft. above the ground. 

The classification of Mechanical Industry and Electricity, 
forming the exbibits of Machinery Hall, is made under 19 
general beads, comprising Group VI.: Material and processes | 
employed in mining and metallurgy; material and processes 
for rural and forest industries ; material and processes for | 
agricultural and food industries ; material used in the chem- 
ical arts, in pharmacy and in tanning; general machinery, in- | 
cluding prime movers and steam generators; machine tools; 
spinning and cord-making machinery; weaving machinery; 
tailoring machinery; material and processes employed in the 
production of houses and furniture ; paper-making and 
printing; miscellaneous machines; carriages and wagons; 
railway material, including cars and locomotives; electric- 
ity; civil engineering, public works and architecture; hy- 
giene and public bealih; vavigation and life-saving apparatus; | 
the art of war. 

There is a supplementary department in the classification, 
of Retrospective Exhibition, devoted to collections of tools, 
processes and products representing the practice of early 
times, as well as the progressive improvements made in the 
various branches of art and industry. This exhibit is divided 
into tive principal sections: Anthropological and ethnograpb- 
ical; the liberal arts; arts and industries; meaus of trans 
port; the art of war. 

The Retrospective Exhibition of Means of Transport in- 
eludes; Transpcrt by road; transport by water; transport 
by railway; transport in the air. Many valuable models, 








| revolutions per minute. 





drawings, photographs and actual machines have been col 
lected for these exhibits, among which may be mentioned | 
locomotive No, 1, built by George Stephenson, of Newcas- | 
tle on-Tyne, in 1825, for the Stockton & Darlington Railway 
Co.: an original coal-wagon and a portion of the original | 
permanent way used by the same company; an original Tre- | 
vithick locomotive, and full-size model of the ‘* Rocket,” and | 
many specimens of old rails. Numerous models of early | 
sailing vessels and steamships have also been collected; it is 
expected that the exhibit of Means of Transport will be of 
peculiar interest on account of the fact that the International | 
Railway Congress is to meet in Paris this year. | 


The lighting of the Exposition grounds and buildings by 
electricity at night was undertaken by the French Chamber 
of Electrical Industries, on condition that the charge for 
entrance in the evening should not be less than 40 cents, and 
that one-half of this should be given to the syndicate. It 
was determined not to attempt the illumination of the whole 
of the Champ de Mars, but to confine the lights to the cen- 
tral garden and other open spaces, the nave of Machinery 


| Hall, the Central gallery in the Miscellaneous Indus 


tries Courts, the vestibules at each end, and the side 
galleries occupied by restaurants and the like; the area to | 
be lighted amounting to 3,706,000 sq. ft., and calling 
for an amount of light equivalent to that of 3,000,000 
candles, or about 4!¢ the amount of public lighting through” 
out Paris. It was calculated that about 3,000 horse-power | 


| would be required for this work, and 1,000 borse-power ad- 


ditional in motors and dynamos is kept in reserve. Should 
it be decided to open the palace and grounds of the Troca- 
dero at night they will be lighted by gas. The Champ de 
Mars is lighted by 1,150 are lamps and Jablochkoff candles 
and 10,000 incandescent lamps; in Machinery Hall there are 
286 are and 730 incandescent lamps, and there are many 
lights for luminous fountains and other special illuminations. 


| 


Power is furnished free to exhibitors of machinery in mo- 
tion. The steam required for driving motors and for other pur- 
poses in Machinery Hall is furnished by exhibitors of steam 
generators and paid for by the Administration at the rate of 
$23.18 per boiler horse-power (rated by the evaporation of 
30 Ibs. of water hourly per horse-power) fur 7 hours a day | 
during 180 days, whichis the official period of the exhi 
bition, with extra allowances, should steam be required 
for more than 7 hours a day or for more than 180 days, anda 
diminished rate per horse-power for all evaporation exceed- 
ing a tixed amount. The boilers are placed in a row of 
separate buildings outside of Machinery Hall, and are fur-| 
nished by eleven manufacturers from Fiance, Belgium and 
England. The working pressure of steam varies in different 


boilers, from 85 to 128 lbs. per square inch, and the rated 


} 


| capacity of all the boilers in an hourly evaporation of 40 tons | 


| of water, which amount will probably be increased to 50 tons | , 
| Louis. 


in practice, } 
There are 4 lines of main shafting in Machinery Hall, with 


| a total length of about 4,500 ft. The diameter of the shaft, 


is 3.54 in., except at the points where the main driven pul- 


| leys are located, the diameters at these points being increased 


to5.51in, Theshafting is designed to transmit 75 horse-power 
for each span of 29 ft. 6 in., and tie speed of each line is 150 
here are 28 indepeudent sections 
of shafting, any one of which can be coupled to the 
adjoining section by means of a_ sleeve, so that in 
the event of a temporary break-down of tine engine controll- 
ing a particular length, the aajacent engine can be em- 
There are in addition three sbort lines of shafting 
driven by three engines, and 670 ft. of shafting, 2.17 in. in 
diameter, in the Agricultural Galleries, driven electrically 
from Machinery Hall. All the shafting was rented to the 
Administration by thirty contractors, who oil and inspect it, 
being paid $3.90 per running foot for seven hours a day and 
180 days, with allowances for over-time. 


ploye d. 


The shafting is actuated by 32 steam engines, rated at 
5,500 horse power, and furnished by manufacturers from 
France, Belgium, England, Sswitzerland, Alsace and the| 
United States. The actual power required is expected to be | 
about 2,600 horse-power. Each exhibitor furnishes all | 
valves, steam pipes, etc., required for his engine, together | 





with the pulley and belt for the line-shaft, and is paid at the | rT 


rate of $8 per indicated horse-power, for 7 hours a day and | 
180 days, with certain deductions in the rate for the produc- | 
tion of power beyond a specified amount, and allowances for 
over time, | 
The steam and water mains, and pipes for carrying away | 


| condensed steam, in Machinery Hail, are laid in two sub- 


ways, one having a length of 1,075 ft. and the other 587 ft., 
the cross section being 7 ft. 9 in. wide and 6 ft. 2 in. bigh. | 
Che steam and water mains each have a diameter of 23.6 in. | 
in the longer subway and 15.75 in. in the other. There are 
manholes at intervals of about 14 ft. in each subway, and 
threugh these openings connections are made with the mains 
by supply pipes leading directly to the machinery for which | 
the steam is required. Short subways lead to the boiler | 
houses for steam and water mains. The steam mains in | 

| 

| 


| Machinery Hall are divided into six independent sections, 


The pipes from the mains to the motors are laid in subsiai-} 
ary channels. 

The columns carrying the line-shafts are connected by lat- 
ticed girders, and two traveling platforms are mounted on 
these girders and moved by electric transmission. This will | 
greatly facilitate the circulation of visitors throughout the | 
vast building, The latticed girders were supplied by a con- 
tractor, in return for the pr. vilege of transporting passengers | 
at a fixed rate. 

The water used in the boilers, and for other puproses, is | 
pumped from the river Seine into the mains by two plants; 
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other being the well-kncwn Worthington pumping engine, 
having a capacity of 6,500,000 imperial gallons per day. 
Worthington pumping-engines are also used to actuate the 
hydraulic elevators of the Eiffel Tower. 





Foundation Brake Rigging, P. R. Re 
The accompanying illustration shows the foundation brake 
gear adopted by the Pennsylvania Railroad for its four- 
wheel passenger coaches. Brake shoes are applied to both 
sides of all wheels as shown, The brake beams are of iron of 


| the Westinghouse type. The various pressures and length of 


levers are given in the cut, 

One great advantage of a gear of this kind is that the 
With the same total 
brake-beam pressure ou the wheel the pressure per beam is 
reduced to one-half the amount existing when only one beam 
is used per pair of wheels. There are other advantages which 
are readily cailed to mind by the illustration, not the least of 
which is the almost perfect balance of the pressure upon 
the wheels. The brake levers are arranged on the Hodge 
system nearly, the difference being in the duplication of 
brake-beam levers on the trucks. 


brake-beam pressure is much reduced. 


Brooklyn Bridge. 

Ata recent meeting cf the Board of Trustees of the Brook- 
lyn Bridge the report of the committee appointed to prepare 
plans to increase the terminal facilities of the Brooklyn 
Bridge was unanimously adopted and authority given to 
purchase as much as necessary of the surrounding property. 
The estimated cost of building the New York terminus, in- 
cluding the cost of the land, is about $400,000. 

The plan adopted is essentially that shown in the 
Railroad Gazette April 27, 1888. There are to be two 


| cables and four tracks, the additional tracks to be overlapped 


with those now in position, making a *‘ gauntlet” on each side 
of the bridge. At the terminals the incoming tracks diverge 
to pass on either side of the unloading platform. After unload- 
ing the trains pass on to tail switching tracks, from which 
they are sent out to two sides of the loading platform. By 
this system two trains can be loaded and two unloaded nearly 


| Simultaneously. and loaded trains pass no switches. Pro- 


vision is made by stairways for passengers to enter and leave 
the platforms without cros-ing any tracks. We shall pub- 
lish drawings and a detailed description of the proposed 
terminals in a later issue. 


THE SCRAP HEAP. 


Notes. 


The Baltimore & Ohio announces through sleeping-car 
service between New York and Cincinnati, Chicago and St. 


The Union Pacific has placed dining cars on the line be- 
tween Chicago and Denver, the cars being those lately used 
in the defunct Golden Gate Special 

A dispatch from Chicago says that, owing to the fact that 
work in the Pullman shops is slack, it is reported that about 
1,200 employés have been laid off, or about 25 per cent. of 
the regular force, and that the wages of others bave been 
reduced. This actiou, it is said, is only temporory, as sev- 
eral large contracts are coming which will give employment 
to the full force. 

It is announced that the Georgia Southern & Florida will 
endeavor to advertise the virtues of the country tbrough 
which its road runs by establishing a model farm. This is 
expected to not only be the means of spreading information 
in the North and elsewhere concerning the products which 
can be raised in Georgia, but to teach new ideas to the farm- 


| ers in that region. 


The enormous business of the New York elevated railroads 
during the celebration of April 30 necessitated the running 
of 3,382 trains on the main lines daily. The average daily 


| Dumber of trains on this road, exclusive of the three short 


branches, is 2,700. The average daily train-mileage on the 


|main lines 1s about 21,000; during the celebration it was 


27.185. The number of trainmen in service was increased 
from 877 to 1,221. 


Fast Lake Steamers. 

Last week we reported the run of the Union Line steamer 
**Qwego”’ from Buffalo to Chicago in 58 hours. Since then 
the ‘*‘Chemung” of the same line bas made the run in 57 heurs 
50 minutes, and the **Oswego” in 55 hours and 18 minutes. 
This beats the best previous record. 


TECHNICAL. 


Car Notes. 


The Kansas City, Wyandotte & Northwestern has placed 
an order for 3 new locomotives, 100 box freight cars, 3 ca- 


| booses, 2 chair cars and 2 combination passenger coaches. 


The Louisville, New Orleans & Texas has recently received 
1 new passenger coaches, and 6 others are nearly completed. 


| An order will soon be placed for a large number of freight 
; Cars, 


The Litchfield Car & Machine Co. is building for the 
Belleville & Southern Iilinois (Cairo Short Line) 150 fruit, 50 
refrigerator, and 5V0 box curs. The 18 passenger coaches for 
the Union Pacific recently offered to the St. Charles Car Co. 
have been let to the Litchfield Car & Machine Co. 

The Burton Stock Car Co. bas contracted to build at its 
Wichita shops a ‘* perfected” palace borse car for C. J. Ham- 
lin, President of the American Glucose Co, of Buffalo, N. 
Y. The car will be for private use, and will be used for the 
transportation of his 16 horses, valued at $250,000. The 


|car will be equipped with passenger trucks, steel wheels, 


Westinghouse automatic brake, Muler and Janney inter- 
changeable buffers and monitor roof. 


Bridge Notes. 
Proposals are wanted until June 10 for the construction 
of a bridge across the Mississippi River at St. Cloud, Minn. 
The contract for the steel viaduct for the Denver City 
Cable Railway Co. bas been awarded to the Wrought Iron 
Bridge Co. of Canton. The viaduct will be 3,028 ft. long 


| and 40 ft. wide, and will require for its building 1,000 tons 


one furnished by a French contractor, and consisting of a} of steel structural work and over 1,000,000 ft. of lumber. 
Wheelock engine driving a double acting Girard pump; the ' The contract price is $135,000. 
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The Commissioners of Cass County, Ind., will receive bids 
until May 21 fur two wrought iron truss bridges, one over 
— —* spans “3 a ft., and the other over the 

e er, with 3 spans of 124 ft.; ys 20 ft. 
with two 6-ft. sidowalie. ee oe 

The Columbia Bridge Works, of Dayton, O., has the con- 


tract for building a bridge over the Duck River at Centre- 
ville, Tenn. 


A new bridge is to be built across Cattaraugus Creek at 


Somate, N. Y., at a cost of $6,000 to $8,000 for the super- 


| Athol (Mass.) recently voted to build an iron bridge from 
Main street to ‘the island,” to cost $1,000. 

Proposals are wanted until May 22 for building an iron 
bridge over the Monocacy River at Frederick, Md. 

A. M. Van Auken, C. E., Opera House Block, Denver, 
Col., will receive bids until June 1 for three iron highway 
bridges for the Massasoit Improvement Co. 


An iron bridge will be erected at Gambier street, Mount 
Vernon, O., by the County Commissioners. 

The San Francisco Bridge Co., of San Francisco, Cal., has 
bought out the pile driving and bridge building business of 
the firm of Allen & Nelson. 

Charles W. Baldwin will let the contract May 23 for the 
construction of a bridge across the Appalachie River at 
Price’s mill, near Madison. 

It is proposed to build two iron bridges across the Swatara 
Creek, one between Middletown, Pa., and Furnace Hill and 
the other at Hummelstown, Pa. They wiil cost about #10,- 
000 each. 


Mr. L. C. Grant, the contractor who has recently been 
engaged on the approaches to the Colorado River bridge, on 
the line of the Atlantic & Pacific, says that all work 
on the bridge has been suspended, and that in all probability 
| there will be nothing more done until the heated season 1s 
over. All but one pier of the foundations are in, but none of 
the super-structure is on the ground. The approaches on 
both sides of the river are completed, and tracks laid up to 
the bridge. 

A charter has been granted by the Connecticut Legisla- 
ture toa bridge company that proposes to locate a bridge 
oan the Connecticut River between Thompsonville and Suf- 

eld. 
Manufacturing and Business. 

The National Switch & Signal Co., recently incorporated, 
has leased buildings at South Easton, Pa., and will shortly 
begin the manufacture of its patent switch system. A switch 
of the kina the company will manufacture is in service on 
the Lehigh Valley’s Roselle branch. Another is ready to be 
out in at Packerton, and a third is to go in at South Easton. 

V.A. Wilbur, of South Bethlehem: Richard Caffrey, of 
} White Haven. and W. F. Pascoe, of South Easton, are 
| among the directors of the company. 


The Hill Clutch Works has been awarded the contract for 
the complete equipment of the new electric light station at 
Salem, Mass., including all the power transmissio1 machin- 
ery and the ‘‘Hill” friction clutches. 


The following companies have been organized in Illinois: 
The Dyer Ticket Co., of Chicago; capital stock of $50,000; 
for the operation of inventions and improvements in railroad 
coupon tickets and ticket blanks and machines for printing 
tickets: the incorporators are Jobn Dyer, F. E. Bell and 
C.F. White. The Brainerd Bolt Co., ot Chicago; capital 
stock, $500,000; for the manufacture of steel and iron bolts; 
incorporators, A. M. Brainerd, C. A. Webb, W. B. Jermoe 
and M. J. Enright. The Illinois-Missouri Construction Co.., 
of Chicago: capital stock, $500,000; for the construction 
| and equipment of railroads and bridges in the United States 
and South America and for dealing in railroad securities, 
material and supplies ; incorporators, L. C. Twombley, 
Joseph Lathrop and John W. Dyer. The Sampson Steam 
Forge Co., of Chicago, Iil., with a capital of £100,000, to 
manufacture locomotive frame: and general forgings. The 
incorporators are S. R. Wilson, F J. Smith, J. W. White 
andF J, Wilson. 

H. H. Mansfield, dealer in railroad and contractors’ supplies, 
36 Pine street, New York. has been appointed agent in that 
city and vicinity for the Frankford Steel Co., of Philadel- 
phia. He also represents the Whitney Car Wheel Works, of 
Philadelphia. 

W. R. Hart & Co. have been appointed general agents for 
the Spiral Weld Tube Co. E. Coit, formerly President of 
the Reading Iron Works, has recently become associated 
with the firm. 

Jones & Laughlins, Limited, have been appointed exclu- 
sive Chicago agents for the sale of the railroad spikes manu- 
factured by Dilworth, Porter & Co., of Pittsburgh. 

Charles Himrod & Co., Rookery Building, Chicago, have 
been appointed sales agents for the entire product of mer- 
chant bar iron and nails manufactured by the Calumet Lron 
& Steel Co. F.G. Holton, who bas for many years served 
the company as general agent, will continue to act in that 
capacity. 

he Machinists’ Supply Co. has removed to 167 Lake 
street, Chicago. The company carries a full stock of ma- 
chinists’ tools, lathes, drills, etc., and its enlarged quarters 
will enable it to handle a much greater variety of goods. 


The Texarkana Foundry & Machinery Co., of Texarkana, 
Ark ., on petition of one of the stockholders, bas been placed 
in the hands of a receiver by order of the District Court. 
The concern commenced business about two years ago with 
a capital of $20,000. 

The Armington & Sims Engine Co., at its annual meeting 
last week, elected the following officers: J. E. Cranston, Presi- 
dent: J. W. Danielson, Vice-President; Pardon Armington, 
Treasurer; H.C. Cranston, Assistant Treasurer: G. C. Sims, 
General Manager; Theodore Andrews, Secretary. The usual 
semi-annual dividend of 3 per cent. was also declared. 

Iron and Steel. 
The new steel plant of the Allegheny Bessemer Steel Co., at 
Duquesne, Pa., is in operation and rails are being shipped. 
The strikers are generally regarded as defeated. 

The Western Forge and Tool Works, of St. Louis, have re- 
sumed operations after a shut-down of ten days for repairs. 
The new hammer and blower are in position, and will assist 
materially in catching up with accumulated orders. Besides 
small jobs for railroad supplies, they are busy upon a large 
order for crank shafts for air-brakes for different railroads, 

Contracts have been let for the building of a furnace at 
Fort Payne, Ala., by the Fort Payne Coal & Iron Co. 

At the McDonald Rolling Mills, St. Louis, a 3-ton Morgan 
hammer has been placed in position. It is capable of giving 
a blow of 36tons. It has a 5-ft. stroke, and the face-room 
or die is 24 x 14 in. 

The blast furnace, engines and other property of the old 
Duluth Iron Co., at Duluth, Minn., have been sold to satisfy 
a judgment of $130,000. In 1883 Walter Mann, of St. 
Paul, the trustee of the property, purchased $100,000 shares 
of stock, and when the company stopped business a mort- 
gage and trust were executed to him to make good bis inter- 
est in the concern. There were no bidders for the property 
besides Mr. Mann. 

The plant of the Newport Llron & Steel Works, at New- 
pert. Ky., was sold at sheriff’s sale recently to Jobn W. 
schneider, who is supposed to bave made the purchase in 
the interest of sureties for $100,000 indebtedness of the con 
cern. 

At the plant of the Bethlehem Iron Co., at Betblehem, Pa., 
a very large steam hammer is being set up and two 80-ft. 
annealing furnaces are being erected at the ordnunce works. 

The ro)ling mill and nail works of the Oxford Iron Co. at 
Belvidere, N. J., have shut down. It is rnmored that there 











will be a general suspension of the entire works in a short 
time. 

T. J. Houston, the former General Manager of the Chester 
Rolling Mills, of Thurlow, Pa., has accepted a similar post 
with the Crozer Steel & Iron Co., Ruanoke, Va. 

At the recent annual meeting of the Chester Rolling Mills, 
Thurlow, Pa., the following officers were clected: 8S, A. 
Crozer, President; S. A. Crozer, Jr., Vice-President and 
Treasurer; Richard Peters, Jr., Secretary, and C, B, Hous- 
ton, General Manager. 


Improvements have just been completed at the Edgar 
Thomson Steel Works, whereby the capacity of the rail mill 
has been increased to nine finished rails per minute. The 
rolls of the blocming mill have been enlarged and now 1}y- 
ton ingots are made into two blooms, each of which makes 
tbree rails. Apother saw has been added, also, and now 
three rails can be sawed where only two were sawed before. 
The four 10-ton converters, however, will make all the steel 
that can be used. 

Wim. B. Scaife & Sons and the Scaife Foundry & Machine 
Co., Limited, bave about completed the greater portion of a 
new Bessemer plant, witha number of new improvements, 
for Miller, Metcalf & Parkin. The buildings, all of iron 
frame work, covered with corrugated iron, were designed 
and erected by the first-named firm, and the various styles of 
cranes, ladjes, converters and hydraulic machinery were de- 
signed and built by the latter. 

Singer, Nimick & Co., of Pittsburgh, are putting ina 
Boulton apparatus for making solid steel ingots, manufac- 
tured by the Solid Ingot Co., of Newark, N. J. 

The new charcoul blast furnace of the Montalto Lron Co., 
at Montalto, Pa., was totaily destroyed by fire last week, 
The fire caught from the stack. Over 200 men are thrown 
out of employment. 


The works of the Trinidad Rolling Mill & Lron Co., began 
operations April 8, and, after a few preliminary stoppages, 
seem now to be well underway. The works have a daily ca 
pacity of 25 tons of merchantiron. The machinery consists 
of a battery of four 125 b. p. boilers. feed water beater and 
steam boiler and supply pumps,one 500 h. p. engine, operat 
ing an 18-in. puddle (or bar) train complete, a 200 h. p. en 
gine with 12 in. roll train, two heating furunces, large and 
small shears, lathes, cranes, ete. The machinery was manu- 
factured by the Lewis Foundry & Machine Co., of Pitts- 
burgh. 

The Pennsvivania Steel Co. recently ordered a 4,000 h, p., 
Babcock & Wilcox water-tube boiler for the new furnaces 
at Sparrow’s Point, Md. 

The appraisement of the Reading Iron Works has been 
completed. The appraisement of the real estate amounts to 
$780,000, The estimated appraisement at the time of the 
failure was about $1,000,000 more than thisamount. The 
appraisement of the personal property amounts to $450,000, 
including some 11,000 tons of pig iron. Deducting the mort- 
gage an‘l expenses necessary for the adjustment of the affairs 
of the company, the sale of the iron, collecting of rent, etc., it 
is estimated that the balance left will be enough to pay about 
38 per cent. of the claims of the creditors, which does not 
include the stock lien, and which, in all probability, will 
be wiped out entirely. The figures show that the present 
value of the plant is considerably less than its cost and what 
it was estimated to be worth at the time of the assignment. 

The Rail Market. 

Steel Rails.—Eastern mills report business, aggregating 
13,000 tons at $26 50@3827. In the West only one small 
transaction, an addition to a larger order placed with a Pitts- 
burgh mill lately, is reported. Prices there are still $26. The 
Tron Age divides the mills in the association into three groups, 
the Eastern with the Troy, Scranton, Lackawanna, Pennsyl- 
vania and Bethlehem; the Central with Edgar Thomson, 
Cambria and Cleveland, and the Western with North Chi- 
cago, Joliet, Union and Springfield, and says the report of 
the Board of Control shows the following for the first four 
months: 





Group. Sales. Allotment, 
Eastern.... dine eb eee coves 00,905 383,537 
0 ES EOE eT rere 281,260 
WOOT 06.05.0266 00 5000 sab bears 226,5 288 306 
TE a sce vicetausueeRisonchsacdens 750,064 


The total allotment, which includes one mill not enumerated 
in the above, is 990,850. It should be noticed, however, 
that the total sales reported, 750,064, do not include the 
Allegheny Bessemer Co., whose sales aggregate at least 
50,000 tons. Nor does it include the sales made since May 1. 
It 1s estimated that this will make the total 850,000 tons, On 
May 1, 1888, the sales had been about 721.000, while at the 
same date in 1887 they aggregated 1,598,048 tons. The 
shipments from the mills up to May 1 were 343,044 tons in 
1889, against 209,556 tons in 1888, and 564,403 tons in 1887. 
It is said that chere is an inquiry in the market for 40,0U0 
tons of rails for an extension of the Chicago, Kansas & Ne- 
braska. 

Old Rails.—Little business is reported, and quotations in 
the East are nominally $22@822.50. Chicago reports sales 
of old iron rails at $20 at interior points, with $18.50 bid in 
the city, which is refused. At Pittsburgh old iron rails are 
quoted at #22 with no demand. Old steel rails are quoted at 
$17@317.25, and at $19@%19.50, according to length. 

Carolina Oil & Creosote Co, 
The troubles of the Carolina Oil & Creosote Co, have been 
settled, and the company has Seen reorganized with ex- 
Senator Warner Miller, one of the largest stockholders, as 
President, and Captain A. A. Thomas, of Washington, as 
General Superintendent. A suit was begun some time ago 
in the name of General Mahone, Senator Jones. of Nevada: 
ex-Congressman West and ex-Senator Miller against 
President Canaday and his associates. The object of 
the proceeding was to divest Colonel Canaday of his 
control of the concern on the ground of mismanagement and 
lack of good faith toward the Northern stockholders and direc - 
tors. In the United States Circuit Court at Baltimore May 13 
tbe suit was dismissed. A meeting of the directors was immed- 
iately held and Captain Thomas resigned the office of presi- 
dent, to which he was elected a few weeks ago. His acts 
while in office were approved and ratified, and he was ap- 
pointed General Superintendent. Two new directors-—Sen- 
ator Jones of Nevada, and Jobn C. Calhcun of New York 
we-e elected. 
Steel Cars and Ties in Mexico. 


A number of the new steel freight cars of this line (Vera- 
cruz) are expected shortly to arrive. The policy of the 
management has, for a long time past, been directed toward 
making the road-bed exceptionally solid, and a large amount 
of money has been invested in steel ties which bave proven 
well suited to the requirements of the line, known to be one 
of the most difficult of maintenance in the world, on account 
of its tremendous gradients. The good results of this wise 
building up of the line will be seen when the competition of 
the Intercceanic railway begins, for then it will be made 
evident that, by having got its road-bed into a condition 
where it can be kept in repair at a comparatively small ex- 
pense, the line can sustain a sharprivalry.—Mexican Finan- 
cier. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with | 


them are especially desired. Officers will oblige us by | 


forwarding early copies of notices of meetings, elections, 


appointments, and especially annual reports, some notice | 


of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting, and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless toask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage. 








It would be easy to treat too seriously the recent 


attacks made directly and indirectly on the Master | 


Car-Builders’ coupler. We look on them rather as the 
expiring kick of the link-and-pin than as anexpression 
of any widespread feeling against the vertical plane 
coupler. There is little likelihood that the Master Car- 
Builders’ Association will stultify itself by abandon- 


ing any part of the position which it took last year on | 
the coupler question. The patient and skillful work 
that it did and the action which it finally took com- | 
manded the respect and confidence of the most 
enlightened among the higher officers of the railroads. | 
The Association’s solution of this very complicated | 


question in mechanical engineering did a great deal 
to establish a high technical reputation for that body. 
That reputation will undoubtedly be carefully guard- 
ed. Still, assertions like that quoted by Mr. McCon- 
way in his letter, which appears in another column, 
if left undisputed, would unsettle the opinion of some, 
and the figures that he gives showing the progress 
made in the application of the M. C. B. coupler will 
help to brace up those who think that the Master Car 
Builders could, if they tried, ‘* bring this automatic 
coupler question to a sudden collapse.” 








The hearing held the other day by the Railroad 
Commissioners of Connecticut on the subject of car- 
heating was an illustration of the expensive, incon- 
clusive and unscientific method of getting to the bot- 
tom of a technical problem so often adopted by such 
bodies. A number of men more or less interested 
came before them, at considerable sacrifice of time 
and money, and gave ea parte opinions which, on the 
face of them, could be of no value whatever in de- 
termining whether or not continuous heating of trains 
should be made compulsory by a law of the state. 
What each man said could have been exactly foretold 
by any one who has kept the run of the subject. 


From what was said the Commissioners could not, | 
nor could any one else, form any just notion of the! 


mechanical nature and difficulties of the problem, or 
of the degree to which it is met by the various de- 
vices offered. Among other matters offered in evi 


dence was a quotation from an interview with Mr. | 


Depew, shortly after the blizzard of 1888, in which 
he is reported to have said that the experience of his 
road in that storm proved that there must be stoves 
in the cars. In fact, the operating and technical offi- 
cers of the Central said exactly the contrary after 
that memorable experience. This is hardly a fair 
specimen of the hearing, but as a contribution to 
knowledge, the rest of the testimony was worth little 
more. Any intelligent engineer could have taken the 
published data and discussions on train heating by 
steam from the locomotive, and after a few hours’ 
study could have made a report to the Commissioners 
which would have summed up comprehensively the 
existing knowledge and present practice in a way to 
enable them to draw conclusions of some value, His 


| 
fee would doubtless have been less than the cost of |is an casier motion of the car and therefore, less 
this hearing; besides, in the investigation made the | shaking up of live stock and other freight. (4) It has 
Commissioners did not ‘‘get anywhere.” | been found necessary to have an easy side motion on 


ee | passenger car trucks, and what is good for a passenger 


A recent press dispatch states that all but one of | truck is good for a freight truck, , 
the passenger conductors on a Western road of con-| In opposition to this we hear from representatives 
siderable consequence have been discharged. The | of many miles of track, at the Western Railway Club, 
account gives no reason, but it may be assumed to be | that they have discarded the swing motion truck for 
the melancholy one which is the basis of most of the | general freight service, and have returned to the rigid 
other news items of this kind, which seem to appear | truck as being the most economical, and fully equal to 
with discouraging regularity month after month, | all of the demands of service, stating further that, in 
After all the discussion which we have had on the| their experience, they have found no increase of broken 
subject of the dishonesty of conductors, the injustice | flanges due to the use of the rigid trucks. To reduce 
of discharging men without good reason, and the} the cost of repairs, Mr. Reed suggests the use of a 
evils and perplexities of the detective system, it does | lateral motion truck which is not supported on swing 
not seem supposable that intelligent and honorable | links in the usual form, 
superintendents would discharge passenger conduc- | While as a whole the subject is left by the papers 
tors by the half-dozen without feeling sure of their | and discussions, during the past three months, in a 
ground. It must, therefore, be concluded that the| Very undecided state, yet there is one unavoidable 


wholesale dischargesevery now and then reported are, | Conclusion which can be deduced from it all, that is, 











in the main, just; that officers making them have 
been forced to such action by overwhelming evidence. 
While we do not purpose just now to discuss this 
| disgraceful phase of railroad operation, we wish to call 





|attention to the profound contrast suggested by an 
incident recently related of an old conductor on a 
; well-known Eastern road. This conductor, who now 
| holds another position on the same road, which he has 
| falthfully served for many years, was recently told by 


}one of the older officers of the company that he (the 


| conductor) could readily have taken from the cash fare | 


collections, during his service as conductor, fifty thou- 
sand dollars, and yet have kept his returns fully upto 
| the average of those made by the other conductors run- 

ning at the time. Moreover, we see here a likeness as 
well as a contrast. The news item above mentioned 
implies that there was one honest man among a 
dozen, more or less. The Eastern road referred to 
had at the time probably 25 conductors, and the re- 
| mark quoted seems to indicate that 24 of them must 
have been rated at one dead level of deviltry. 





Standards in Car Construction. 


At the last meeting of the Northwest Railroad Club 
was read a paper on tender trucks, by Mr. Wm. Mc- 
Intosh, Division Master Mechanic of the Chicago & 
North western, and one on freight car trucks by Mr. 
W. T. Reed, of the Chicago, St. Paul & Kansas City. 
Mr. McIntosh called attention to the increase of 
weight of tenders owing to the largely increased 
water supply carried, and also corroborates the state- 
ments made at the Western aud other railroad clubs 
that the swing motion truck as at present constructed 
is expensive to keep in repair. This coincides exactly 
with the almost unanimous expression at the Western 
Railroad Club recently during the discussion of a 
paper on the subject, read by Mr. Jno. Hickey, Super- 
intendent of Motive Power of the Milwaukee, Lake 
Shore & Western. 

Regarding the desirability of using a swing motion 
truck for general freight car service, opinion is much 
divided; but there is little dispute as to the necessity 
| for such trucks under stock cars and locomotive ten- 
ders. As suggested by Mr. Reed, the swing truck has 
been found necessary under passenger coaches, in 
order to reduce the shocks and sudden side motions; 
therefore, in order to carry live stock with the least 
possible damage, it is quite necessary that all steps be 
taken to render the cars as flexible and as comfort- 
able as possible within reasonable limit. Stock 
cars, then, may be furnished with swing motion 
trucks, even if they are more expensive to keep in re- 
| pair, without exceeding the demand of the most rigid 
|economy. The same may be also said regarding the 
| use of swing motion trucks under locomotive tenders, 
as was pointed out by Mr. Godfrey W. Rhodes, ata 
recent meeting of the Western Railway Club. (See 
| Railroad Gazette, March 1.) 

So far then the field of usefulness of the swing motion 
truck is clear and well-defined. In regard to general 
service, however, there is no opportunity to make 
such satisfactory conclusions. If one is to form 
opinions, regarding the necessity for swing motion 
trucks under the average freight car, from the 
avowed experience of those who have had the most 
experience with them, then a satisfactory decision is 
impossible because of the wide diversity of opinion. 
Mr. Reed sums up the reasons for the general use of 
the swing motion truck as follows: (1) Side motion 


| provides to a great extent against sudden pressures 
| 














| and at other points after heavy rains have 
|eaused the depression of the rails. (2) There is a 
| reduced pressure against the flanges of the wheels, 
| which is of great importance when cast-iron wheels 


| are used, particularly during cold weather, (3) There 


being brought to bear the outer rail on curves, | 


the use of swing motion truck causes the cars to ride 
easier and will reduce the jers and shocks to the 
wheels, axles and car structures. 

Mr. McIntosh’s reference to the great saving which 
would result from an adoption of a standard car 
truck, both swing and rigid centre, deserves more 
prominence than it was given in his paper, and 
when the statement is extended to include freight 
sar bodies as well, it is worthy of more at- 
tention than almost any other subdivision of rail- 
road equipment. Sometimes it seems as if it 
were hard for a busy railroad man to appreci- 
ate the value of standards, yet in his daily life 
he is vexed and worried by the unnecessary diversity 
of dimensions of the devices which are under his care 
more than any other class of men in the world. A 
want of time for reflection is one of the conditions of 
railroad life, and it is this, without doubt, which pre- 
vents the full conviction of the value of standards 
from obtaining a firm grasp upon his mind. A simple 
estimate of the reduction of cost of time, labor and 
material which would follow the adoption of a stand- 
ard freight truck would result in a gratifying reduc- 
tion of expenses, but if in such an estimate be included 
the savings resulting from a standard car body, then 
the reduction in outlay for new material and cost of 
repairs would amount to an appreciable dividend on 
railroad stocks. 

At the meeting of the Northwest Railroad Club, on 
April 5 (see Railroad Gazette, April 12), the short life 
of our present designs of freight cars and indirectly 
the value of standards was well brought out. It was 
then stated that the life of the average freight car is 
not greater than 8 years, and in the case of stock cars 
not over 5 years. When it is realized that there are 
in freight service some 1,000,000 cars which must be 
entirely renewed every eight years, and when we re- 
flect that in all human experience hardly an example 
can be found of astructure in which the total outlay 
for first cost, renewals and repairs is not reduced by 
a system of exact duplication and uniformity of parts, 
the immense importance of standard forms for all 
parts of freight-car construction is evident, without 
any argnment. 

Yet, while it may appear from this that railroad 
officers have been and still are neglecting a great 
chance to reduce the cost of freight-cars per ton mile 
of paying load, yet that is not a true inference, 
because the adoption of a standard wooden car is not 
such a simple problem as it may at first seem. Whiie 
iron and steel are the same the world over, yet the 
varieties of wood available in different localities are 
not, and, therefore, the great variation in strength 
and durability of the varieties of wood, whose cost 
and abundance render it available for car construc- 
tion, necessitate a variety of standard dimensions to 
suit the available material. Again, the shrinkage of 
wooden stock and the liability of loss by fire reduce 
the advantages which might otherwise be gained by 
the adoption of standard wooden cars. It will 
not do to infer that railroad officers are greatly 
at fault because they do not rush in and adopt stand- 
ard wooden freight cars. There are many sides to the 
question. But if the advantages of standards are 
not utilized soon after the wide introduction of metal 
cars then there may be more ground for criticism. 

To-day but few metal cars are in use in this country, 
not so much because they are not desirable as for the 
reason that the shapes of metal most desirable for 
| such construction have been obtainable only at a cost 
far above what the railroad companies would be justi- 
fied in paying. In fact, itis doubtful if the advan- 
‘tages of metal cars would offset their 
‘cost when constructed in the manner which 
'would be prescribed by railroad men to meet 
he demands of regular service. Such de- 
mands would include the use of special shapes of 
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metal, obtainable, until about a year ago, only ata 
cost so great as to almost prohibit their use. Now 
the cost of metals is greatly reduced; steel has become 
as cheap as iron; plates, angles and beams can be ob- 
tained of steel with a uniformity of strength and 
weight per running foot, in proportion to the ul- 
timate strength, not previously to be obtained from 
wrought iron at any cost. Special shapes of large 
pieces of metal which will take the place of several 
smaller details can now be obtained at a cost which 
renders their use possible without exceeding the de- 
mands of close economy; and in addition to this we 
now have, as a precedent the successful introduction 
of iron and steel in freight car truck con- 
struction and the use of iron body bolsters 
in freight car bodies, and most favorable reports are 
received of the results of the trials made with metal 
car sills in foreign countries where the conditions are 
not unlike those in America. It is interesting to note 
here that un invoice of steel cars is soon to arrive in 
Mexico for use on the Vera Cruz line.’ From all this 
discussion of the various designs and desirability of 
standards, and from what seems to be a set of condi- 
tions favoring the more extended use of metal cars, 
one might draw two conclusions, viz.: There is a 
growing demand for and an increasing appreciation 
of the value of standards in freight car and truck con- 
struction; alsu that the result of experience in the 
immediate past and the changes in prices of material 
and methods of manufacture have brought about con- 
ditions which render possible a system of standards 
which in the past have been impossible to obtain. 








International Interchange of Cars. 


The question concerning the use (or abuse) of Cana- 
dian freight cars in the United States and of Ameri- 
can cars in Canada, which has been considerably dis- 
cussed in the newspapers and elsewhere for a few 
weeks past, appears to excite public interest, not be- 
cause it is a very important question in itself, but 
because it has a political bearing. People short of 
other subjects to talk about gladly take up this. It 
appears that the occasion of the adverse decision of the 
Treasury Departiment and the cause of the consequent 
publicity was a very innocent transaction. About 
a year ago a shipper in Chicago, desiring to ship to 
Liverpool via the Michigan Central and Canadian 
Pacific via Montreal, ordered some Canadian Pacific 
cars. They were sent to Chicago, but on arrival 
there, on account of some change in the market, the 
freight was not shipped. The cars were there, how- 
ever, and the Michigan Central had no business offer- 
ing for the Canadian Pacific; but it had business 
offering for the Rome, Watertown & Ogdensburg 
road, and under an arrangement with that company 
and the Canadian Pacific it was at liberty to load 
Canadian Pacific cars for points on the Rome, 
Watertown & Ogdensburg, the cars being after 
ward delivered by the R., W. & QO. to the 
Canadian Pacific at Prescott. These cars were 
80 loaded, and the collector at Detroit took the posi- 
tion that, being Canadian-built cars, they could not 
be used for traffic between points in the United States 
via the Province of Ontario. On stating his position 
uo the Secretary of the Treasury, he was sustained 
therein. The Michigan Central appealed, on the 
ground that the practice to which the exception had 
been taken had been in force for over twenty years, 
The treaty of Washington stipulates that traffic be- 
tween the United States and Canada, or between 
points in the United States via the Province of 
Ontario, or via Montreal and St. Albans, 
shall be carried on under such regulations as 
the Secretary of Treasury may from time to time 
make. No regulations having been made, the present 
practice of the roads has grown tobe a general 
custom. The Michigan Central therefore claims that 
the Secretary of the Treasury should have made ex- 
plicit rules, which would have given the railroads an 
opportunity to conform thereto; he should not have 
imposed snap judgment by simply notifying the com- 
panies of the imposition of duty on certain cars, The 
same ruling was put into effect at Port Huron, but at 
no other Canadian frontier port has there been any 
question as to the use of Canadian built cars. Yet if 
the Canadian companies reaching Detroit and Port 
Huron have used cars wrongfully, the same error has, 
no doubt, occurred atevery other frontier port, and a 
ruling which would be applicable at Detroit and Port 
Huron would certainly seem to be applicable at the 
other places. 

The appeal of the Michigan Central has been heard 
by the Secretary of the Treasury, and his decision is 
now awaited. A large proportion of the Canadian 
cars used in trans-Ontario tratiic were originally built 
in the United States and taken into Canada, There 


— 





are not more than two or three car-building com- 
panies in Canada, and the result has been that the 
Canadian roads have bought largely in the United 
States, and have paid duty on the cars to the Canadian 
Government. This has given American car com- 
panies a good amount of business, and the welfare of 
this country, so far as this phase of the subject is con- 
cerned, apparently cannot be bettered. 

The theory of interchange of cars is very simple. A 
road toads one of its own cars to a distant point on 
another road ; that road discharges the freight and 
returns the car; returns it loaded if it has a load, 
empty if no load is available forit. If it can load the 


car a portion of the way back, but not the whole dis- | iggg 


tance, that course is naturally taken. This rule has 
been universally applied without regard to inter- 
national boundaries. The Erie, having a Grand 
Trunk car at New York can load it back to Toronto, 
or can load it to Elmira and send it thence to Toronto 


empty ; the Grand Trunk having a Chicago & North- | 1 


western car at Montreal can send it directly to Chi- 
cago empty, or can take it empty to Toronto and load 
it thence to its home. 

On the organization of the Blue Line, one of the 
first of the co-operative fast freight lines, in 1869, the 
Great Western, now a part of the Grand Trunk, was 
the Canadian link, and it put inits quota of 200 cars 
into the line. The quota of each road was in propor- 
tion to its mileage and the cars were used indiscrim- 
inately. Theoretically, this was an impartial plan. 
Doubtless it is not actually equitable at all times, but 
whether this be so or not no one can under present 
conditions devise any means by which it can be made 
so. Torequire each car that crosses the line to be 
sent directly home by the same route it came would 
involve much unnecessary empty mileage. To require 
transfer of freight at the boundary line is entirely out 
of the question. Even if a correct account were to be 
made up showing the mileage of each country’s cars 
in the territory of the other, the factsshown would be 
of doubtful value, and adjustments between compa- 
nies would be endlessly complicated. If interchange 
is to he permitted at all, some leeway must be allowed. 
A Canadian car, sent with a load of barley from 
Hamilton to Boston over the New York Central, is 
not an equitable offset fora New York Central car 
sent with merchandise from Boston to Hamilton ; and 
a Grand Trunk car loaded in Montreal for Jackson, 
Mich., is not a fair exchange for a Michigan Central 
car loaded in the opposite direction. The respective 
roads can settle their rights without difficulty, but the 
two nations have a more complicated problem. 

The question concerning the Canadian Pacific cars 
above referred to is simply whether they can be re- 
turned by a route different from that which they took 
on the outward trip, and one of which a larger pro- 
portion lies in the territory of the United States. A 
strict construction of the theory could, of course, be 
made to justify a penalty, but even if the decision on 
this point were adverse to the American railroads, 
their appeal from ‘‘snap judgement” is well taken. 
The use of a Grand Trunk car from New York to 
Elmira, as in the hypothetical case cited, is apparently 
as serious a violation of International equity as 
the transaction which originated this controversy. 
For an American road and a Canadian road to 
systematically defraud the Treasury Department 
would obviously necessitate illegal collusion between 
the two roads. If there exists any jealousy in 
this country as to the possible existence of extensive 
practices of this kind it would naturally look 
towards a company like the Grand Trunk, having 
roads in both countries; but the Grand Trunk systems 
in the two countries are substantially separate in 
name and organization, and thus there should be as 
little difficulty in preventing wrong practices as 
though the roads on the two sides of the boundary 
were under separate ownership. No suspicion ap- 
pears, however, to have been felt as regards the Grand 
Trunk ; and so far as other Canadian companies are 
concerned, it would seem from the facts stated that 
the advantage would be wholly on the side of the 
United States. An American road has no temptation 
to buy cars in Canada, and Canadian roads must buy 
in the United States most of the cars that they cannot 
build in their own shops. 








Atchison Earnings and Dividends. 


The Atchison report contains an interesting defense 
of the course of the directors in increasing the divi- 
dends during the latter half of 1887. 

“In forming a just opinion of this matter, it is necessary to 
recall to the stockholders the statement made in Circular of 
July 30, 1887, which announced the intention of paying 7 
per cent., commencing with November of that year. 
stated in the Circular referred to that for the ‘ six months 
ending July 1, 1887, the net earnings exceeded by more than 


It was | - 





$1,200,000 the net earnings for the first six months of the 
year 1886,—that the earnings were still increasing, and 
what has always been true in the past may be expected 
this year also; namely, that the revenue of the second 
six months of the year will be considerably in excess of that 
of the first six months.’ The prospect of very good crops 
and a large fall business at the time the circular was issued 
was all that could be desired; and that the expectations were 
not unreasonable may be seen from the following figures, 
showing, first, the increase of gross earnings of the second 
half, compared with the first half of the following years: 


First Half. Second Half. Incoones. 


ate tp a kake beakwenl hoae $7,646,815 $8,645,067 x 
bibnessnanesss aasensaent 7,227,256 8,344,138 1,116,882 
a 6,941,36 9,042, 2,101,591 
Rae 9,091,634 9,369,73 278,096 
Phenaeantese ceecsssabees 7,174,571 8,438,341 1,263,770 


and, second, the increase of net earnings for the second half 
of each year as com pared with the first half: 


First half. Second half. Increase. 

Bh 500d ns Avaheeseesaseaare $3,535,940 $4,201,343 403 
Di icichs ssvvevereeuslaasnne 114,928 4,600,693 1,485,764 
ESR ene 2,942,767 4,920,583 1,977,816 
bbishhousesexrtesonunevesnn 4,199,965 4,404,109 204,144 
EE « (nenesscsaceaceneneaeen 1,999,763 3,225,334 1,225,571 


It will thus be seen that, through the partial failure of the 
corn crop, and through otber causes which did not exist and 
which were not apparent at the time the circular was issued, 
the year 1887 formed a remarkable exception to what had 
hitherto been the regular course of the Atchison Company’s 
earnings, the second half of that year showing an increase 
over the first half of only $278,096.30 gross and $204,144.47 
net. Had there been no failure of the corn crop in 1887— 
and all the indications pointed strongly in the other direction 
when the circular was issued—and bad rates been main- 
tained, the company would have earned more than the full 
seven per cent. for the entire year.” 

And again, in justifying the policy of extensions, 
the report says: 

‘‘Drouths, failure of crops, excessive competition, contin- 
ually decreasing rates, unwise legislation, strikes and other 
calamities have befallen us, as they have other Western 
roads. But your directors could not know in advance that 
any of these unfavorable conditions would have to be met— 
much less that they would all have to be met at one and the 
same time.” 

Perhaps these things could not have been foreseen at 
the time when the extensions were built; but at the 
time when the rate of dividend was increased they 
had for the most part become clearly apparent. The 
duplication of railroads had reached its height. Ex- 
cessive competition was an accomplished fact. The 
pooling clause of the Interstate Commerce law was in 
operation to prevent the roads from devising any easy 
means of bringing it under control. The temper 
of western legislatures was already clearly apparent. 
Strikes were as much of a danger then as they have 
been since. The public was able to see these things ; 
much more so should have been the directors, who 
are elected to their position because they are supposed 
to be specially well able to understand the events 
which should affect the policy of their railroad. 

The one independent fact which they could not 
fairly have been expected to foresee was the failure of 
the corn crop. Was the reduction of earnings largely 
due to this cause? The half-year figures which are 
given seem at first sight to indicate that it was. 
Where sould such a reduction have made itself 
felt? Primarily, at least, on east-bound freight. But 
east-bound shipments in 1887 were larger than during 
any other year in the history of the company; and 
those for 1888 are larger than they were in 1885 or 
1886. The variations on east-bound tonnage are much 
less than would be expected; those on west-bound 
tonnage are enormous and, at first sight, unaccount- 
able. The report before us does nut give the com- 
parisons for successive years, but they are worth 
looking up. We find the results to be as follows: 

Tons of freight moved.~ 


East-bound, West-bound, 
1884 1,429,166 1,296,025 
1,284,123 1,317,933 
. 1,199,082 1,739,282 
. 1,464,945 2,374,633 
. 1,399,954 1,582,877 





Let us now compare the relative movement of east 
and west bound freight with the expenditures for con- 
struction on auxiliary roads. 


Excess of west- 
bound over east 


Construction 
charges on 


bound tonnage. new roads, 
55 pnae <daweke sapenavenbisedeede — 133,141 $842,850 
uk cuaaeupaneacnsseneene ascents +- 33,810 474,877 
RRR ae ee + 540,200 7,650, 
ts sepasakesasebeddetesdeawniicen + 909,688 21,998,747 
NE kbs ckauscetcctenssnsussneisaeds -+- 182,923 4,619,329 


From this comparison we see : 

(1) That the important variations in tonnage are not 
due to east-bound business, but to west-bound. 

(2) That in the years i884 and 1885, when new con- 
struction was nearly at a standstill, west-bound 
business fell to the level of east-bound. 

(3) That in 1886, 1887 and 1888, large construction 
charges were accompanied by an enormous increase 
of west-bound tonnage; that the difference was 
largest when construction charges were heaviest; and 


* Omitting Chicago extension expenditures of all kinds, since 
these woul have mo effect on freight receipts of Atchison for 
the year. 
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that, in 1887, the excess of west-bound freight over 
east-bound was more than 60 per cent. 

It is not certain that this temporary expansion of 
west-bound tonnage was due to charges for railroad 
construction. lt may have been due to the boom in 
real estate ; a thing which is often so closely inter- 
woven with railroad extension that the effects of the 
two are hard to distinguish. But the facts just given 
create a presumption that some of the apparent 
prosperity of the last half of 1886 and the first half of 
1887 was created by receipts on construction freight. 
If this is true to any appreciable extent, it makes the 
explanation of the increased dividend rate quite un- 
satisfactory. 

This last, as we say, is only a presumption ; but we 
have looked in vain through the body of the re- 
port for evidence to rebut it. We are sorry to 
say that the result of reading the report has been 
to strengthen the presumption rather than to 
weaken it. A number of causes which have pro- 
duced the reduction are enumerated and analyzed ; 
this one is studiously ignored. It must have been a 
factor in the result; its omission from the statement 
looks as if it had been a more important factor than 
the directors iike to acknowledge. Much stress is 
laid on the failure of the corn crop. This was un- 
questionably a serious misfortune, both direct and 
indirect. But we must again call attention to the 
fact that the chief vuriations of tonnage are not 
on east-bound§ shipments, but on west-bound. 
The volume of east-bound tonnage is fairly 
constant. 


than twice as much as the whole amount of corn 
ever carried by the Atchison in any of its most pros- 
perous years. 


Making all possible allowance for the heavy west- | 
ward transportation due to the real-estate boom two | 


years ago, it is hard to conceive how the change 


should have been so sudden, and the reaction so com- | 


plete, as in the figures before us. 
ther information in the premises. 

There is another set of facts bearing on the same 
question. The Atchison does not publish train-mile 
statistics, but it publishes carefully itemized engine- 
mile statistics which amount to nearly the same thing. 
We call special attention to the following figures : 


We should like fur. 


1887. 1888, 
Tonnage in the direction of heaviest 
MNOS Setiatsdibrsiccevsaxs cas 2,374,633 1,582,877 
Mileage of freight engines........... 7,106,839 7,728,083 


We do not wish to use these figures for more than 
they are worth. A number of outside causes may 
come in toaffect them. The increase in miles oper- 
ated has much to do with the change. The freight 
engine mileage per mile operated has slightly dimin- 
ished. But, after making all deductions, it still re- 


mains a startling fact that a diminution of fully one- | 


third in the tonnage in the direction of heaviest traf- 
fic should have been accompanied ty an increase 
instead of a reduction of freight-engine mileage. 

The figures of operating expense emphasize this 
discrepancy. While ton-mileage has fallen from 
909,600,000 in 1887 to 811,000,000 in 1888, and passen- 
ger mileage apparently* in about the same proportion, 
operating expenses have increased instead of dimin- 
ishing. Nor is this all. The increase is most marked 
on those items which should be affected by changes in 
the volume of traffic. While the total expenses have 
increased but 5,38 per cent., train and car service has 
increased 12 per cent., locomotive service about 14 per 
cent, and locomotive supplies not quite 10 per cent 
Equipment expenses show a large apparent increase 
but it may be fairly offset by a decrease in car mileage. 
As for maintenance of way, taking one item with 
another, we have a considerable net decrease, in spite 
of the increased track mileage. Here again we must 
warn our readers against the danger of using these 
figures for more than they are worth. Other roads 
besides the Atchison show much greater train-mile 
expenses in 1888 than in 1887. But the special cir- 
cumstances in this case seem to indicate that the west- 
bound business of 1887 was of a kind to give the 
company much less trouble in handling than did that 
of 1888; and that no inconsiderable proportion of it 
was “ company’s freight.” 

In the face of these presumptions, even though 
they may fall short of absolute proof, the company’s 
half-yearly figures are of little value. To make them 
worth anything, the directors must show how much 
or how little of the earnings in the last half of 1886 
and first half of 1887 were due, directly and indirectly, 
to the construction of auxiliary lines which was going 
on atthe time. If they can show thatthe amount of 
such construction freight was relatively small, it will 
indicate that their explanation was right and ours 





* The actual figures of passenger mileage given in the report 
are obviously erroneous, 


On the other hand, the mere difference in | 
west-bound tonnage between 1857 and 1888 is more | 


en nn - = 





wrong. But we have only such figures as the direct- 
ors have chosen to give; and these figures suggest 
very different inferences from those of the report be- 
fore us, 








Brakes and Brake Rigging. 


An air-brake accident happened lately on the Du- 
|luth & Iron Range road. A train of 15 orecars going 
| down a long grade got beyond control, ran about four 
| miles and then left the track. An officer of the road 
says that the air brake had been newly put on and it is 
supposed that the pistons did not travel past the leakage 
groove in the air cylindersand that consequently the 
air leaked out enough to release the brakes, An expert 
on the ground says, ‘‘the train had been handled very 
nicely and all the stops that were made, were made 
in good shape until the long hill was reached, and in 
fact all had gone so nicely that every one had all con- 
fidence in the ability of the engineer to continue to 
handle the train as he had been doing. It appears 
that the crew did not take the precaution to fully ex- 
amine the brakes before starting down the hill and 
| see that everything was all right and did not even 


| 








{remain out on the train, as the front brakeman 
was in the engine and the others in the 


caboose at the time the train was gaining headway. 
The engineer says that some of the brakes released 
| after running a short distance, but how many he did 
| not know; and after being applied again, some of them 
released again; and then, instead of calling for brakes 
and stopping with the hand brakes and learning the 
cause, he continued to set and re-set the brakes until 
he must have exhausted the air in the auxiliary 
| reservoirs, and the train got beyond his control. 
It appears that some of the cars were supplied with 
| new shoes before starting out, and the shoes in which 
there were rough places did not permit the pistons to 
travel quite far enough to cover all of the leakage 
grooves, and in those that did hold the shoes had not 
become shaped to the wheel and would not therefore 
| hold as well as after a little wear.” The lesson of 
| this accident was promptly learned on that road, and 
| the engineers have no further trouble and appear to 
| have confidence in the new brake. It was fortunate 
|that there was some one at hand to analyze the 
causes of the accident and make the lesson plain. 
| Air-brake accidents are almost invariably found 
when investigated to result like this one, either from 
defects of foundation rigging or from failure to take 
simple and ordinary precautions. There is much rea- 
son for dissatisfaction with the brake gear in ordinary 
use, especially, of course, on freight cars, but much 
too often in passenger service. <A loaded freight 
sar has none too much braking power at best, 
but an increase of the power, unless it be 
made dependent upon the weight of the car, 
would result in too great braking effect when 
the cars are unloaded, and so result in slid wheels. 
The braking power that is available for loaded freight 
cars must be carefully guarded and all conditions 
which reduce its amount must be avoided. It will 
not do to permit the brake devices to run for long 
periods without inspection or to permit careless ad- 
justment by inexperienced men. In the case here 
considered it appears that the roughness and bad fit 
of the brake shoes caused a serious accident; but this 
is only one of the many that are constantly coming to 
, light where the cause of the accident was at first laid 
at the door of ‘‘ failure of the air brake.” The failure 
of the air brake turns out to be a failure of a detail 
which if defective would have caused difficulty if the 
train had been fitted with hand brakes only. An 
imperfect bearing of a brake shoe on a wheel materially 
reduces the braking effect. 

The carelessness sometimes 
ters as this is well shown by the decision of 
a railroad company not long since that stiff 
metal brake beams caused the wheels to skid. An 
investigation showed that the leverage was so great 
that when the air brakes were applied the wooden 
beams would spring enough to allow the pistons to 
bottom in the air cylinder, and thus limit the pressure 
on the wheels. When the stiff metal beams were put 
on the deflection was so little as to permit the full ap- 
plication of the braking pressure. The proper remedy 
was a reduction of the leverage, not a condemnation 
of the stiff brake beam. 

Few persons understand how small is the liability 
of failure of the automatic air brake without the en- 
gineer, and those in charge of the train being well 
aware of the existence of the conditions which bring 
about the failure. The air brake itself is so far ahead 
of the details of the foundation rigging, with which 
it is used, that it is safe to conclude that the cause of 
a reported failure lies outside of the essential parts of 
the automatic brake until it is proved to the contrary. 





seen in such mat- 














In this issue our readers will notice an improved ar- 
rangement of brake beams and levers adopted by the 
Pennsylvania Railroad for passenger cars. This 
example shows how the necessity for a perfection of 
brake gear is appreciated. The limited number of 
passenger cars and the small difference between the 
loaded and empty car weights renders possible a more 
satisfactory arrangement of brake beams and levers 
as to both economy and efficiency, but in freight serv- 
ice the conditions are the opposite. The vast num- 
ber of freight cars and the wide difference (66 per cent.) 
between the loaded and empty weights give rise toa 
set of conditions very hard to deal with. With present 
arrangement of levers and fulcrums which render the 
braking power independent of the weight of the car, we 
can use but about 90 per cent. of the empty weight of 
a freight car for the braked weight. This 90 per cent. 
is but 27 per cent. of the total loaded car weight, and, 
therefore, in a loaded freight train, we actually 
have but 27 per cent. of the weight available to retard 
and control the train. In passenger service more fa- 
vorable conditions exist. Ninety per cent. of the 
empty weight is quite 80 per cent. of the loaded 
weight, a percentage quite sufficient to enable 
a train to be controlled on grades and to permit a 
very satisfactory emergency stop. 

There seems to be only one remedy for the very 
small amount of brake-power available on freight 
trains at the present time, and that lies in the direction 
of a brake beam pressure graduated in amount with 
reference to the total weight of the car. It is desira- 
ble for many reasons to have the pressure graduated 
with reference to the velocity of the train as well, 
particularly for passenger service, but all would be 
quite contented for the present with a device which 
would graduate the braking effect with reference to 
the total weight of freight cars. Inventors of high 
standing have been working in the direction of a 
graduated braking power for some time. The West- 
inghouse Air Brake Co. has already brought out one 
device, and railroad men have suggested designs of 
more or less promise. If in the near future there is 
to appear a device which will permit the proportioning 
of braking effect on freight trains to the total weight 
of the train, or (and it is a most probable supposition) 
if a device is to be offered which will permit a rough 
approximation of the desired graduation, then the 
15,000-lb. limit of pressure on brake beams, suggested 
by the Master Car-Builders’ Association, is none too 
high. Ninety per cent. of a loaded 60,000-lb. car is 
about 80,000 lbs., and this divided among four beams 
allots 20,000 lbs. to each. 

The adoption of a standard for future use in no way 
affects the present use of brake beams. Perishable 
beams can be made as weak as they now are without 
other loss to the railroad companies than that result- 
ing from the use of an inferior device. There will be 
no wholesale scrapping of beams, because of their low 
ultimate strength, for some time to come, But when 
the beams purchased are of steel or iron, having a life 
of 30 or 40 years, and wien the standard sought is for 
future use, then the requirements should be based 
upon the conditions which the beams will be liable to 
meet during their long life. 





Annual Reports. 


Atchison, Topeka & Santa Fe.—Miles operated 1888, 
3,020; 1887, 2,622. Counting the auxiliary systems the 
total milesge more or less fully controlled is 7,706; the 
Atcbison proportion, 7,118: 


RIN 6s Sin cp een sae sows ee mabssoneteepeneee eats $75,000,000 


I ala Sigs sceaaan. ‘hen divleigda dsranteskelegs Okan 50,554,000 
a < ohn sh bakit adh a Anlart.b weeks ONE eee 3,633,453 
PS! eaccieg hak enb aber aaewd ots Seremunee ween 8,076,059 
RL, soetena mariner ccthcnddwn banaanounie 11,067,456 





Results of operations for the past two years have been as 
follows : 





1888. 1887. 
Gross earnings. Freight..........- $10,194,043 $12,248,343 
~assenger........ 4,335,643 5,136,651 
Total, incl. miscellaneous...... .- 15,612,913 18,461,366 
Operating expenses, excl. taxes.... 10,387,815 9,857,291 


INS. 6.6. n6ns050d*stnenesuies 5,225,098 
Income accuunt for 1888 is as follows ; 
Ns osc ctekegisaris bes diaiaciocnced $5,225,098 


8,604,075 








CENCE PRTTONG TOOSIIED,. 2.00.0 cc cscvvesscvesecaveccsesesees 906,318 

6,131,417 
Rmtewent, remtals amd GARGS... oi. ccvccccs ceseccccvecseses 4,968,774 
Rails and profit........... ; ; 1,162,643 
SP II, o 5 7 dap. calsnncarneed sine keiadasiaes .2e:asemus 717,129 


From which are to be deducted: 
Sundry Comtract CHATGOG 0006.6 oessccccssicacseccvssauws $772,660 


Sn chsksich 26 veaeeak tes Mand ied cud egsee eeweeen 2,625,000 

OS Se et ORES Nt PRET One Pa Sees te ae 1,517,887 
1888. 1887. 

Passengers carried east........ .... $916 040 $1,023,094 

- ye WG sis tacccccas 1,012,759 1,116,529 

Tons carried east.................... 1,399,954 1,464,945 

a Be SR ios sv cven ci dienarne ,582,877 2,374,633 

eo Ere rrr 810,593,805 909,167,842 

Rates per ton-mile, cents......-.... 1.258 1,347 

«passenger mile, cents.... 2.271 2.357 


Various causes are assigned for the reduction—light crops, 
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duplication of railroads and resulting competition, adverse 
legislation both state and national, and general business de 
pression along the line. The policy with regard to dividends 
and extensions is reviewed at length; we have discussed this 
part of the report elsewhere. 








The Latest ‘Ocean Greyhound.” 


The recent performance of the Inman Line steamer, the 
‘* City of Paris,” in breaking the record by making the west- 
ward trip in 5 days, 23 hours and 7 minutes, bas excited gen- 
eral interest; and it may be well to record some particulars 
of the machinery. It will be remembered that the * City of 
New York” was designed for the especial purpose of making 
the trip within 6 days, but has not yet succeeded in accom- 
plishing this feat. The manner of designing the lines of fast 
steamers is now so well understcod, as well as the speed 
which can reasonably be expected by the development 
of a given power, that it was easy to calculate 
that a large steamer having the general propor- 
tions of modern transatlantic vessels, must exert from 
18,000 to 20,000 indicated horse power, in order to reduce 
the time of passage to the desired limit. It was also well 
understood that in order to develop this power it was neces- 
sary to use steam of high pressure in engines working with 
great economy, and this pointed directly to the employment 
of triple expansion engines, which are now fast srperseding 
the compound engines representing previous practice. The 
machinery of modern steamers is to some extent a com- 
promise. It is necessary to limit the weight and space occu- 
pied as much as possible, and at the same time secure great 
efficiency. Large boiler capacity is usually obtained by 
burning the coal with forced draught; and since this mode 
of combustion materially reduces the economical perform- 
ance of a boiler, it is essential to use the steam in very eilti- 
cient engines, which result is accomplished, with the press- 
ures now carried, by employing triple expansion engines. 

The ‘‘ City of Paris” is a good practical example of the 
preceding principle. The length of the vessel is 560 ft. 
over all; 530 ft. between perpendiculars; the beam is 63 ft. : 
the molded depth 43 ft., and the draught 25 ft. 9 in., the 
tonnage being 10,500. There are two propellers, of bronze, 
three-bladed, each having a diameter of 18 ft., and a mean 
pitch of 28}¢ ft. Each propeller is actuated by a triple-ex- | 
pansion engine, consisting of three cylinders, set fore and aft 
of the vessel, the stroke being 5 ft.; and the diameters of the 
several cylinders are: High-pressure cylinder, 48 in.; 
intermediate cylinder, 71 in.; low-pressure, 113 in. 

The cylinders are fitted with piston-valves, actuated by 
the ordinary link motion. All the valves are of the same 
size, 80 in. in diameter. The high-pressure cylinder bas one 
valve ; the intermediate cylinder two, connected to one 
cross head and actuated by one link; and the low-pressure 
cylinder has four valves, two on each side, actuated by 
two links; the object of using multiple valves being 
te avoid excessive dimensions. The steam from the high- 
pressure cylinder is exkausted into a receiver, and from 
the intermediate cylinder it is exhausted into two re- 
ceivers connected by pipes. All of the links are moved 
simultaneously by a reversing engine, but each link has an 
independent adjustment. The shells of the  valve- 





chests and cylinders are jacketed, live steam  con- 
nections being fitted to each jacket; but when run- 
ning it is customary to pass the steam from the | 
jacket of the high pressure cylinder successively into the | 
jackets of the other two cylinders, admitting live steam 
when the pressure falls below a given point in any jacket. 
The jackets drain into reservoirs which discharge into the 
hot well. The cranks of the three engines are set at angles of 
120° with each other. The piston rods are each 12 in. in 
diameter, the diameter of shaft and crank-pins is 22 in., the 
length of each crank-pin is 28 in., and the bearing surface on 
each guide is 9 sq. ft. The air pumps are actuated by links 
attached to the cross-head, and two Gwynne pumps, of the 
centrifugal type, are used for circulating-pumps. 

Nearly all of the force required for actuating elevators, 
hoists, steering gear, etc., is obtained by hydraulic pressure, 
produced by two compound compressors maintaiping the 
required pressure automatically. 

The boiler plant consists of 9 fire-tube boilers, fired at each 
end, each boiler containing 6 furnaces, or 54 in all. The 
length of each boiler is 18 ft. 6 in., the diameter is 13 ft., 
end the shell, of steel, has a thickness of 114 in. 

The furnaces are of corrugated steel, ,% in. thick, and with 
a diameter of 4 ft. The grate surface of each furnace is 28 
sq. ft.; total grate-surface, 1,512 sq. ft. There are three 
smoke-stacks, and 4 fire-rooms connected by passages 
having close-fitting doors. Each fire-room is arranged so 
that it can be closed air-tight, and there are twelve Tangye 
blowers which deliver the air for combustion under pressure 
into these fire-rooms. The average boiler-pressure is 150 Ibs. 
per sq. in. above the atmosphere, and the average initia] 
pressures obtained in the several cylinders of each triple. 
expansion engine are: high-pressure cylinder, 145 lows. per 
sq. in.; intermediate cylinder, 60 lbs. per sq. in.; low- 
pressure cylin er, 7 to 10 Ibs. per sq. in. 

The average vacuum is 27 in. of mercury, and the speed of 
the engine is between 87 and 88 revolutions a minute. The 
boilers are fed by Worthington steam pumps, and the feed- 
water, before being admitted into the boiler, is forced 
through a beater supplied with live steam, where its tempera- 
ture is raised to about 280 deg. Fahrenheit; this being done, 
not for purposes of economy, but in order to increase the 
durability of the boilers by preventing the unequal expansion 
and contraction which would be caused by the introduction 





of cold feed-water. For the same purpose an evaporator is 


used, fresh water being obtaied by evaporating sea water 
in a vacuum with live steam. 

The engineering force required to supervise the operation 
of this machine deserves a passing notice. The engineers 
are in three watches. The chief engineer has general charge, 
and for each watch there is one second assistant engineer, 
who is supposed to visit the whole department; two third 
assistant engineers, one in the engine room and one in 
the fire-room; two fourth assistant engineers, attending to 
the fans and fire-room, and one fifta assistant engineer in 
the engine-room, making 19 engineers in all; and there is 
one water-tender on duty in each fire-room. 

It has been calculated that it vould be necessary to con- 
sume 400 tons of coala day for the production of 20,000 
horse-power; but according to the statements made by the 
officers of the ‘‘City of Paris,” the average indicated horse- 
power developed on the recent trip was 20,700, and the coal 
consumption about 300 tons in 24 hours. accepting these 
statements as correct, a simple calculation gives the following 
results: Pounds of coal per hour—Total, 28,000; per sq. ft. 
of grate-surface, 18.5; per indicated horse-power, 1 35; in- 
dicated horse-power per sq. ft. of grate-surface, 13.69. 

These figures show the great efficiency of the triple-expan- 
sion engine. The ‘ Etruria,” one of the most successful 
steamers fitted with compound engines, has 72 furnaces, 
each with about the same grate surface as those of the *‘City 
of Paris;” but the indicated horse-power developed by the 
former vessel is only 14.000, or about half as much per 
square foot of grate surface as is obtained by the “ City of 
Paris.” 

The distances run daily by the ‘‘ City of Paris” in the re- 
cent trip, as publisbed in the daily papers, are expressed in 
geographical miles or ‘‘ knots,” and it may be interesting to 
calculate the results in statute miles. 








Distance.- 





a Sa, 

Date. Knots. Statute miles. 
May 3 445 513 
4 492 567 
5 504 581 
6 5 582 
7 511 589 
8 398 459 
Total 2,855 3,291 
Average speed per hour 19.95 23 


Average speed per hour 

on May 7 21.29 24.54 

The machinery of the ‘City of Paris’ was constructed by 
Messrs. James & George Thompson, Clyde Bank, near (Glas- 
gow. 








The Chesapeake & Ohio, in connection with the Pennsyl- 
vania, has put on a daily through train of vestibuled cars 
between New Yerk City and Cincinnati. The train is called 
the ‘Fast Flying Virginian,” and runs over the Virginia 
Midland Division of the Richmond & Danville between 
Charlottesvilie and Alexandria, Va. It passes through the 
mountain resorts of Virginia by daylight, and the time 


| through is about 26 hours, the leaving time from New York 


being 3:30 p.m.and from Cincinnati 6:30 p.m. Direct 
connection is made at Cincinnati with a train over the Cin- 
cinnati, Indianapolis, St. Louis & Chicago to and from 
Chicago. The Pullman shops have built four complete trains 
for thisrun. The exterior appearance of the cars is similar 
to the modern Puliman sleeper save in the matter of paiut- 
ing. In this a radical departure was made, the bright 
orange-colored car body in vogue on the Chesapeake & 
Ohio and the **‘ Kankakee” line being substituted for the 
dark Pullman colors. The gay red wheels and the silvered 
glass windows give a striking effect in combination with 
the paint. The interior is finished in mahogany, with 
rich plush furnishings. Five cars constitute a train; 
all the cars are steam heated (Sewall system) and 
equipped with air signals and electric lights. Where 
the patronage for this train is to come from does not clearly 
appear. The First Families of Virginia will no doubt ride in 
it, and they would probably do so even if it were not in- 
scribed ‘‘ F. F. V,” but to attract through travel between 
New York or Philadelphia and the West in paying quantities 
will probably require a larger differential in the rate of fare 
than anything yet mentioned. 








Most of the arguments that are brought forward against 
the use of steel ties are of the kind that can only be met by a 
good deal of costly experiment in the track. It is a comfort, 
therefore, to find one the precise value of which can be set- 
tled by five minutes’ application of the multiplication table. 
A correspondent of the Railway Age suggested, in a recent 
communication to that paper, that the expansion and con- 
traction of metal ties would make the gauge too wide in the 
summer and too tight in the winter. Had he used his lead 
pencil on the problem, he probably would not have raised an 
objection the trifling value of which every school boy under- 
stands. We imay assume that steel varies 1-150,000 of its 
length for a change in temperature of one degree. If we 
take the extreme temperature to which the cross-tie in tbe 
track would be subjected at 120° F. in summer and—20° F. 
in winter, we have a range of 140°. If the track is set to 
gauge at a mean temperature of 50 F., the change in a 
length of 4 ft. 844 in., due toa variation of 70° above or be- 
low the mean would be about .. in. Nobody expects to lay 
or keep track to gauge within a less error than this, and cer- 
tainly it cannot be done with rails spiked to wooden ties. 








Some New York City merchants are receiving letters from 
interior towns complaining of the advance in express charges 
for small parcels which, it will be remembered, went into 
effect on all the express lines on April 11, last. It is claimed 
that interior storekeepers, who have been in the habit of 
ordering small supplies by express, will now buy at home. 





It may be doubted whether an advance of five or ten cents a 
package will cause this, and the companies may be assumed 
to have fuliy considered that point. Such a stoppage would 
curtail express revenues materially without adding much to 
freight earnings. Time alone can tell the effect of the new 
schedule, express people thinking that they can easily get the 
small advanee from 25 cents to 30 cents, or 50 cents to 60 
cents, without much loss of the parcels traffic. 








Asa curious instance of the complications arising from 
Canadian competition, and as showing bow the good and bad 
results are intermingled, the following quotation from the 
annual report of the Northern Pacific for the year ending 
June 30, 1888, is interesting: ‘‘ The Canadian Pacific, which 
has lately acquired a large, if not controlling, interest in the 
Minneapolis, St. Paul & Sault Ste. Marie system, is proving 
avery satisfactory eastern connection at Minneapolis, deliv- 
ering us at that point, it is thought, more freight than is lost 
through its competition in the Pacific Northwest.” 








The New York Senate has passed a bill requiring freight 
cars to be titted with automatic couplers. The debate on the 
question was amusing. One learned Senator said that 3,000 
styles of coupler were presented to the Commission recently, 
and another told his colleagues that ‘‘ with the old style of 
coupler there is a slack; the locomotive moves only the first 
car and the impulse is communicated from one to another 
until a great train of eighty cars is started. With automatic 
couplers a train cuuld not be moved at all.” Nevertheless 
the bill passed that body. 





NEW PUBLICATIONS. 


Hot Water Heating and Fitting; or, Warming Buildings 
by Hot Water. By William J. Baldwin. New York: 
The Engineering and Building Record, 1889, 8 vo., pp. 
392. Price, $4. 

This is a book written by an author who seems to under- 
stand his subject thoroughly and knows how to impart his 
knowledge 1n a clear and intelligible manner, a combination 
which is comparatively rare, but which always produces 
happy results. The work is designed for practical men who 
are unfamiliar with abstruse calculations and methods, and 
nothing more than a fair knowledge of arithmetic is required 
by a reader who wishes to make an application of the rules. 
The book strikes a comparatively new field, and will doubt- 
less be welcomed by practical men, for there is no other 
standard treatise on this subject except the works of Tred- 
gold and Hood, which are now somewhat out of date. 
While the present work contains no startling novelties, it 
gives a well-arranged digest of the principles and practice 
which should be observed in heating by hot water. Perhaps 
the most valuable feature of the treatise is the descriptiun of 
a number of successful plants, given in such detail, both as 
to arrangement and dimensions, that they fourm valuable 
guides for future work. The author, in choosing his data, is 
wisely satisfied with practical approximations, and does not 
go into minute refinements which would really obscure the 
subject for practical men. 

It 1s difficult, in a limited space, to give a satisfactory 
synopsis of a work so free from ‘‘padding” as the book under 
consideration; but some of the prominent features may well 
be noticed briefly. 

The reason of hot-water circulation is clearly explained, 
and the principle of calculating the rate ef circulation for 
different temperatures of the water is illustrated by diagrams, 
tables and examples. The necessary modifications, caused 
by friction in pipes, loss by contraction of the fluid vein, re- 
sistance of valves, bends and coils, are discussed, many num- 
erical examples being given. The proper form for nozzles 
to prevent the contraction of the fluid vein is fully treated; 
and the losses of head due to bends and elbows are considered ; 
it being shown that these losses, assumed to be 100 for a 
common elbow, can be reduced successively to 50, 14.8 and 
7.8, by enlarging the admission and discharge orifices of the 
elbow and increasing its radius of curvature. The resistance 
of the radiators themselves is also considered, and it is shown 
that the resistance of radiators with bases is about the same 
as that of the same length of pipe; the resistance of coils with 
return-bends is considerably more, while that of wall-coils, 
connected with manifolds, is about the same as obtains with 
the radiators first mentioned. 

In proportioning radiators for any given case, the author 
caleulates tbe surface of the glass in the room to be heated, 
and assumes that from 7 to 12 sq. ft. of wall-surface are 
equivalent to 1 sq. ft. of glass: and that about +4 sq. ft. of 
radiating surface should be allowed for each square foot of 
glass, or its equivalent. The relative merits of heating by 
direct and indirect radiation are considered, and some ex- 
periments are quoted, showing the superior radiation ob- 
tained from indirect heaters, on account of the more rapid 
circulation of air. The principle of designing a hot-water 
plant is shown to consist in proportioning the pipes and 
radiators, so that the circulating water shall lose a certain 
amount of heat in passing through the radiators, this loss 
depending upou the velocity of the water; and diagrams are 
presented, giving the proportions of pipes and radiators, for 
losses of 10 and 17 deg., respectively. This practice is con- 
trasted with the oid method of using the same size of pipes 
throughout a building, and resorting to various devices in 
order to secure uniform circulation in the system ; the economy 
and efficiency resulting from varying the proportions on the 
different stories being well illustrated. Single and com- 
pound circuits are discussed and illustrated by practical 
examples. 

Considerable space is devoted to a description of hot-water 
boilers. The author's personal preference is for the cylin- 
drical tubular boiler, and he details its proportions and de- 
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scribes the mode of setting ; but he also illustrates and de- 
scribes the principal styles of patented hot-water boilers. 

The special details and fittings, such as radiators of vari- 
ous forms, air-taps, expansion tanks, valves and other fit- 
tings, are illustrated and described. The manner of testing 
radiators is fully explained, and there are some useful hints 
in regard to connecting thermometers, so as to obtain accu- 
rate ten:peratures, 

The foregoing brief enumeration will give some idea of the 
variety and scope of this important work. In dealing with 
a subject of this character, many controverted points must 
be considered, and the author’s treatment of such matters is 
admirable. He does not pretend to give absolutely correct 
data in such cases, but rather attempts to establish safe val- 
ues, quoting his authority in every instance. As the fitter 
is limited in his proportions by the ordinary sizes of pipe in 
the market, Mr. Baldwin considers that sufficient accuracy 
on the safe side will result from using the next larger regular 
size of pipe to the calculated size in any case, with the pro- 
viso that it is not desirable to employ supply and return 
pipes of less than *%, in., and vent pipes of less than }, in., 
under any circumstances. 

The author is to be congratulated on having furnished a 
very useful contribution to technical literature. 





A General Formula for the Uniform Flow of Water in 
Rivers and Other Channels. By F. Ganguillet and W. R 
Kutter, Engineers in Berne, Switzerland. Translated 
from the German, with numerous additions, including 
Tables, Diagrams and the elements of over 1,200 gaugings 
of Rivers, Sma!l Channels and Pipes, in English measure. 
By Rudolph Hering, M. Am. Soc. C. E.; M. Inst. C. E., 
and John C. Trautwine, Jr., Assoc. Am. Soc. C. E., Assoc. 
Inst. C. E. John Wiley & Sons, 1889. S8vo., pp. 240. 
This formidable title gives a very fair idea of the contents 

of the valuable book which is appended to it. It is, however, 
more than a mere explanation of a formula; it isan exceed- 
ingly interesting and valuable exposition of the methods of 
development of a mathematical expression for the action of 
natural laws, so as to enable the result of such action to be 
foretold under varying conditions. 


The determination of the law governing the flow of water | 


in channels has been a stumbling block to scientific men for 
centuries. Galileo, our authors tell us, is said to have been 
the first investigator of the scientific principles of the flow of 
water in rivers, and he declared that he had ‘‘ found less dif- 
ficulty in the discovery of the motions of the planets, in spite 
of their amazing distances, tnan in his investigations of the 
flow of water in rivers, which took place before his very eyes.” 
The fact appears to have been that he misconceived the funda- 
mental priuciples, and worked on wrong theories. Other in- 
vestigators, Castelli, Torricelli, Guglielmi, Pitot, Bernoulli, 
followed during the 150 years succeeding Galileo’s efforts, at 
the solution of the problem of flow, but their reascnings were 
abstract and not based on analytical observation of facts, 
and none of them even approximated to the truth. But about 
1775 Brahms, a German, and Chezy, a French engineer, hit 
upon a form of expression which has been accepted ever 
since, as embodying the true principle of the flow of water in 
channels whether closed or open. This is the well known 
formula v = c¢ 4/ RS, in which FR represents the ratio of the 
area of the flowing stream to the length of the border’ con- 
fining it, and S represents tbe slope of the surface of the stream 
in the direction of its flow, while ¢ is a variable co-efficient de. 
pendent on the character of the surface over which the water 
flows. 
efficient c is a variable and not a tixed quantity was not at 
first appreciated, and it took a great many observers and a 
number of years toestablish the fact. But the fact being 
demonstrated beyond question, the efforts of investigators for 
several years has been devoted to finding out what the law 
governing its variation is. 

Prominent among these investigators were Darcy and 
Bazin in France about 1855 and Humphreys aud Abbot in 
the United States about 1858, The request of these last- 
named gentlemen that their formula for finding the value of 
c should be tested by applying it to results obtained by gaug- 
ings of streams in Europe appears to bave been the cause of 
the subject being taken in hand by Ganguillet (the ‘‘chief engi- 
neer” of something or other in Switzerland, butof what exact- 
ly the book does not inform us) and Kutter, who was engaged 
onsome Alpine road projects. 
none of the previously made suggestions as to the law of 
variation of the coefficient were correct, and they set to 
work to devise a formula which sbould give correct results 
under all conditions. The algebraic and analytical problems 
involved were treated by Ganguillet, and the graphical in- 
vestigations and most of the computations of results of ob- 
servations, by Kutter. The mathematical reasoning by 
which the proper form of the expression was reached is very 
fully given. It will be read by very few. The final form in 
which the formula for velocity appears is somewhat appal- 
ling: 
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But it is not quite as bad as it looks, for a, 1 and m are 
constants and x is the only variable, its value depending on 
the roughness of the channel of the stream. 

It is possible to construct a diagram which will give at a 
glance the value of ¢ for any values of R, Sand n, and such 
a diagram is given on Plate VIII. But to use this diagram 
for any special case, one must know what value to assume 
for n, and for this Messrs. Hering and Trautwine have com- 
piled the bydraulic elements of over 1,200 gaugings in some 
300 different channels and pipes under varying conditions of 
mean hydraulic depth, slope and roughness with a quite full 


description of the character of the channel in each case. 
These have been collected from numerous sources comprising 
nearly all the published records of experiments on the flow 
of water in channels on which sufficient data were given 
for computing the value of the variable co-efficient. 
Nothing like this for practical use has ever been published, 
and it is invaluable for any engineer who is engaged in hy- 
draulic work. 

Various other interesting and valuable matters have been 
collected in this volume, the only fault with which, that we 
have to find, is that the names of Hering and Trautwine do 
not appear on the cover, instead of Ganguillet and Kutter, 
for the real value of the book to English-speaking engineers 
lies in the portion of it contributed by the American editors 
and compilers. 


The Manual of American Water-Works. M. N. Baker, 
Ph. B., Editor. New York: Engineering News. 1889. 


This isa well-bound, well-printed and business-like looking 
volume of over 600 pages, consisting mainly of a list of the 
water-works completed, constructing or projected in the 
United States. The states are arranged geographically, and 
the towns of each state are given alphabetically. Some little 
information concerning the population, geography and 
topography of each town is given, followed by a very convise 
statement of the character of its water supply and water- 


works. In an introduction of some 90 pages are given more 
extended information and statistical tables. The book is 


completed by an alphabetical directory of water- works 
officials, engineers and contractors. 





Engineering (London) makes its issue of May 3 a specia| 
exhibition number of 104 pages, with a colored supplement. 
The history and organization of the Paris exhibition are 
given briefly, and the buildings, including the Eiffel tower, 
are shown and described in great detail. The illustrations 
are of the careful character to which readers of Engineering 
are accustomed, and the whole issue is a very remarkable 





It must be noted, however, that the fact that this co- 


They became satisfied that | 


achievement. 








TRADE CATALOGUES. 


Illustrated Catalogue of Fairbanks, Morse & Co., Chi- 
cago.—This firm has just issued a new catalogue showing 
| some of the various special appliances for railroad use in 
| which it deals. The articles iliustrated are tanks, with 
various tank fixtures, wind mills and pumps, as well as 
steam pumps, the Sheffield and the Dodge stand pipe, the 
Sheffield cars, and various track tools, such as jacks, track 
drills and wrecking frogs. 


TECHNICAL. 


Electric Power Transmission. 
The success attending the several electric power transmission 
systems put down by the Oerlikon Works, Switzerland, has 
more recently had the effect of directing attention to means 
of utilizing the water power of the River Khine near Rhein- 
felder. Three’ prominent;Swiss establishments, Zschokke &Co., 
of Aaran; Escher, Wyss & Co., of Ziirich, and the already 
mentioned Oerliken Works, have taken up the matter, and 
bave commenced the preliminary work in connection with 
laying out plans for a plant. It is estimated that 
the Rhine can furnish about 15,000 horse-power, and 
| this is to be distributed among the several industrial centres 
| located within a radius of about 15 miles. To utilize the 
| water power, 20 turbines, each rated at 750 horse-power, 
| are to be coupled directly to as many dynamos. Permission 
| has already been sought for the erection of the primary sta- 
| tion at Rheinfelden, The financial side of the undertaking 
| having been disposed of satisfactorily, everything now de- 














pends upon the grant of this permission by the government. 


Steam Towing on French Canals. 
| The Minister of Public Works of France has just authorized 
| two contractors of Paris to undertake a system of canal tow- 
| ing by traction engines. The contractors are Mr. Chanb au 
and Mr. Deniau. The experiment is to be tried on the Bour- 
| bourg Canal, on the River Aa, between Dunkerque and St. 
| Omer. The enginesemployed will be traction engines spe- 
| cially designed for the purpose. Those which were used 
| in the former experiments of this sort were heavy and steered 
| badly, and consequently destroyed the towpath very rapidly. 
| The engines used in the present experiment will be consider- 
}ably lighter. Lt is expected that canal boats will be hauled 
at a speed of from 2!¢ to 3 hours. 


Economical Engines. 

| Recently, exhaustive tests have been made upon notable ex- 
|amples of the compound system of engines that have of 
| late been installed in New England for manufacturing pur- 
| poses, ond Messrs. E, P. Allis & Co., the builders of the Rey- 
| nolds Corliss engine, are to be congratulated upon the per- 
| formance of their engine, as it marks an important era in the 
| history of furnishing steam econumically for manufacturing 
| purposes. At the Namquit mill, Bristol, R. L., was recently 
| started a 250 horse-power compound engine of this type, 


| with a high-pressure cylinder of 18 in. diameter 
ny 42-in, stroke, and a _ low-pressure cylinder 
|}of 32 im. diameter and 42-in. stroke working 


| upon independent crauks, placed upon the shaft at right 

angles to each other. The working barrels of the steam 
| cylinders were thoroughly steam jacketed, or enveloped by 
| steam direct from the boilers, and alsu each of the two heads 
| of the cylinders, while the receiver, or connection for convey- 
| ing the exhaust steam from the 18-in. engine across to the 
| 32-in. cylinder was likewise steam jacketed by steam at 
| boiler pressure. This engine was guaranteed by the builders 


to the purchaser to deliver an indicated horse-power 
| with a consumption of 15 lbs. of water evaporated 
into steam at boiler pressure per hour. The average 


indicated horse-power, determined from an average of the 
120 cards taken during the day, was 233.7 borse-power, the 
consumption of water, includiug that required for steam 
| jackets, was 13.26 lbs. per hour per indicated horse-power, 
or 11.6 per cent. less than the builders’ stipulated guaran- 
tee of 15 lbs. Other equally satisfactory tests have beeu 
made with these engines in several New England mills that 
substantiate the claims made for them. But probably the 
most notable machine which this firm has contracted 
to furnish for New England manufacturers, and one 
from which they hope to achieve a still greater fame, is the 
one of 500 horse-power that is to be erected shortly for the 





Narragansett Electric Lighting Co., of Providence, R. I., of 
the triple expansion type. It is to run 100 revolutions per 
minute, with 160 lbs. steam pressure, is guaranteed to de- 
velop an indicated horse-power for each 12.5 lbs. of water per 
hour, and is torun in connection with a large surface con- 
oes probably the largest in New Englard.—Eng. & Min. 
Journal, 


An Automatic Time Signal. 
The Fontaine Crossing & Signal Co., of Toledo, O., has 
brought out an automatic signal for indicating the time that 
has elapsed since the passage of atrain. This signal registers 
the time up to 20 minutes, and is put in operation by the 
passage of a locomotive wheel over a small track instrument. 
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MEETINGS AND ANNOUNCEMENTS. 
Dividends. 


Dividends on the capital stocks of railroad companies have 
teen declared as follows : 

Cleveland & Pittsburg, regular quarterly, 1°¢ per cent., 
payable June 1. 

Delaware & Bound Brook, quarterly, 2 per cent., payable 
May 16. 


Meetings. 

Meetings of the stockholders of railroad companies will be 
held as foilows: 

Burlington, Cedar Rapids & Northern, annual meeting, 
Cedar Rapids, lowa, May 28. 

Canada Southern, annual meeting, June 5. 
' Chicago & Eastern Illinois, annual meeting, Chicago, IIl., 
June 5. 

Chicago & Northwestern, annual meeting, Chicago, Ill. 
June 6. 

Chicago, St. Paul, Minneapolis d& Omaha, annual meet- 
ing, Hudson, Wis., June 8. 

Galveston & Western, annual meeting, Galveston, Tex., 
June 1. 

Hancock & Pennsylvania, special meeting, 16 Exchange 
Place, New York, May 18. 

Louisville, Evansville d} St. Louis, special meeting, Mr. 
Vernon, {l., May 20, 

Middletown, Unionville d& Water Gap, annual meeting, 
15 Cortlandt street, New York, May 27. 

New York d& Harlem, annual meeting, Grand Central 
Depot, New York, May 21. 


: @eneral MRaile 


Railroad and Technical Conventions, 


Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The American Railway Master Mechanics’ Association 
will bold its next annual convention at Niagara Falls, be 
ginning Tuesday, June 18, with headquarters at the Interna- 
tional Hotel. All who wish to secure rooms should apply to 
Mr. A. H. Gluck, Manager, International Hotel, Niagara 
Falls, N. Y. 

The Master Car-Builders’ Association will bold its next 
annual convention at Saratoga Springs, N. Y., June 25. 
Hotel accommodations may be secured by applying to H. 8. 
Clement, Manager Congress Hall. 

The Train Dispatchers’ Association will hold its second 
annual convention in Indianapolis, Ind., June 12. E. J. 
Peabody, 237 Franklin street, Chicago, is Secretary. 

The Association of American Railway Accounting Offi- 
cers will hold its next meeting at Niagara Falls, N. Y., July 
10 





| The International Association of Car Accountants will 
| hold its fourteenth annual meeting at Plank’s Grand Hotel, 
| Island of Mackinaw, Mich., June 25. 

| The Traveling Passenger Agents’ Association will hold its 

= meeting in Plank’s Hotel, Mackinac Island, Mich., 
July 9. 

The Roadmasters’ Association of America will hold its 
seventh annual convention at Denver, Colo., Sept. 10. 

The New England Roadmasters’ Association will hold its 
next meeting in Boston, August 21. 

The American Association of General Passenger and 
Ticket Agents will hold its next semi-annual meeting in At- 
lunta, Ga., Sept. 17. 

The National Association of General Baggage Agents 
will hold its next meeting at Detroit, Mich., July 17. 

The New England Railroad Club meets at its rooms in the 
Boston & Albany passenger station, Boston, on the second 
Wednesday of each month, except June, July and August. 
The next meeting will be held Sept. 11. 

The Western Railway Club holds regular meetings on the 
third Tuesday in each month, except June, July and 
August, at its rooms in the Phenix Building, Jackson street, 
Chicago, at 2 p.m. 

The New York Railroad Club meets at its rooms, 113 Lib- 
erty street, New York City, at7:30 p. m., onthethird Thurs- 
day in each month. The club will give a banquet at Del- 
monico’s, May 23. 

the Central Railway Club meets at the 'Vifft House, 
Buffalo, the fourth Wednesday of January, March, May, 
August and October.* 

The American Society of Civil Engineers holds its regular 
meetings cn the first and third Wednesday in each month 
at the House of the Society, 127 East Twenty-third street, 
New York. 

The Boston Society of Civil Engineers holds its reg- 
lar meetings at its rooms in the Boston & Albany sta- 
tion, Boston, at 7:30 p. m. on the third Wednesday in each 
month. 

The Western Society of Engineers holds its regular meet- 
ings at its hall, No. 67 Washington street, Chicago, at 7:30 
p. m., on the first Tuesday in each month, l 

The Engineers’ Club of St. Lowis holds regular meetings 
in St. Louis on the first and third Wednesdays in each 
month. 

The Engineers’ Club of Philadelphia holds regular meet- 
ings at the house of the Club, 1,122 Gerard street, Philadel- 
ohia. 

The Engineers’ Society of Western Pennsylvania holds 
regular meetings on the third Tuesday in each month, at 
7.30 p. m., at its rooms in the Penn Building, Pittsburgh, Pa. 

The Engineers’ Club of Kansas City meets at Kansas City, 
Mo., on the first Monday in each month. 

The Civil Engineers’ Society of St. Paul meets at St. 
Paul, Minn., on the first Monday in each month. 

The Montana Society of Civil Engineers meets at Helena, 
Mont., at 7.30 p m. on the third Saturday in each month. 

The Civil Engineers’ Club of Kansas holds regular meet- 
ings on the first Wednesday in each month at Wichita, Kan. 


American Society of Civil Engineers’ Annual Conven- 
tion of 1889. 


The convention will be beld at Seabright, N. J., beginning 
on or about June 20, 1889. Seabright is on the Atlantic 
Coast, a few miles north of Long Branch, and within about 
an hour’s time from New York by boat or by rail. > 
rangements as to transportation are in progress with the 
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Passenger Associations and Committees, whereby it is ex- 
pected that a rate of one *and one-third full fare will be 
made for the round trip from all points on the lines of the 
roads represented by such association. 5 

Members are invited to contribute papers or discussions 
on papers already published. A concise abstract of any 
paper to be presented should be sent to the Secretary not 
later than May 31. This will make discussion more prob- 
able, as a copy of the abstract will be sent to members who 
may be expected to contribute discussion. 


Engineers’ Club of Kansas City. 

A regular meeting was held May 6, Vice-President Breit- 
haupt 1n the chair, 7 members and 2 visitors present. Mr. 
Robert A. Crawford was elected av associate member’. 

Mr. Sonne presented a final report of the committee on 
transfer of members. It is the opinion of the committee that 
it is desirable that some arrangement be made for transfer of 
membership between local societies, and on the recommenda- 
tion of the committee the matter was put in the bands of the 
Board of Managers of the Association to arrange a working 
plan. 

On recommendation of the Executive Committee, a stand- 
ing committee on Cements and Mortars was appointed, con- 
sisting of Messrs. D. Bontecou, W. D. Jenkins and E. Saxton. 
Messrs. Sonne, Gunn and Mason were appointed a commit- 
tee to arrange for tbe annual summer excursion. 

Mr. Sonne read a paper on the foundations of the Liimf- 
jord Bridge. This bridge was built near Aalborj for the 
Danish state railroads. One pier was sunk toa depth of 59 
ft. and six others to depths of from 111 to 114 below mean 
water. They were sunk by the pneumatic process, through 
soft and tenacious mud. They were built with iron caissons, 
the masonry being hard-burned orick laid in Portland 
cement. They were lowered from scaffolds and kept sus- 
pended during the sinking; each by four rods or chains 
hooked around the cutting edge. One of the piers was over- 
turned and rested on the centre line of the bridge. A new 
pier was lowered and bad to be carried through the old one. 
The work was done by a French firm. 

At the meeting of May 20a paper will be read on In- 
spection of Iron Bridges, by Henry Goldmark; June 3, a 
paper on Proposed Sewerage for Oak Creek District, by W. 
Kiersted and A. J. Mason. 


New England Water-Works Association. 


The 8th annual convention will be held at Fall River, 
Mass., June 12, 13and 14. The programme includes topical 
discussions aud the following addresses and papers: ‘* Hy- 
drants,” by George A. Stacy, Supt., Marlboro, Mass.; Prof. 
J. E. Denton, of the Stevens Institute of Technology, 
Hoboken, N. J., will aadress the association on ‘‘ The best 
economy attained by the modern High Expansion Type of 
Pumping Engine compared with the best record of Cornish 
Pumping Engines during the time of Watt as recorded by 
the Wicksted Experiments,” illustrated by lantern views; 
‘* Water-Works at Richmond, Va., by Charles E. Bolling. 
Supt.. Richmond, Va.; ‘ Friction in the collection of meter 
rates,” by George F. Chase, Supt., Taunton, Mass. ; **Water- 
works Records,” by Albert 8S. Glover, Registrar, West New- 
ton, Mass.; ‘*Recent Progress in the Biological Analysis of 
Water,” by Prof. W. T. Sedgwick, Mass. Inst. of Technol- 
ogy, Boston, Mass. 

The Western Railway Club. 

The club will hold its next meeting May 21, at2 P. mM ,in 
the Phenix Building, Jackson street, Chicago. The subject 
for discussion is ** The Rules of Interchange.” 

The committee appointed at the last meeting wil] report 
upon revision of these rules, and a full attendance is espr- 
cially desired, that these proposed changes may be thoroughly 
discussed, The Arbitration Committee of the M. C. B. As- 
sociation has especially requested that the Railroad Clubs 
shall suggest desired changes in the rules. 








PERSONAL. 


—Mr. Lyman K. Bass, General Counsel of the Denver & 
Rio Grande Western and the Mexican National Railroad 
Companies, died in New York, April 13. 


—Mr. Edward Hoyt, Purchasing Agent of the Oregon 
Railway & Navigation Co., bas resigned that position on 
account of ill health and has gone to Cincinnati, Ohio. 


— The legislature of New York has passed a law empower- 
ing New York City to appropriate $10,000 for a monument 
. any park or public square in memory of the late Jobn 
Ericeson. 


—Mr.W.C. Wetherill, formerly Chief Engineer of the Mexi- 
can National, and lately of King & Wetherill, contractors, 
has taken the position of General Manager of the Empire 
Zine Co., Joplin, Mo. 


—Mr. William J. Trace, of the National Car- Builder, 
died suddenly on the morning of May 15. Mr. Trace was a 
young man of estimable and lovable qualities. He had a 
wide acquaintance and many friends among railroad men. 

—The President has appointed John F. Plummer, of New 
York City; George E. Leighton, of St. Louis, Mo.; Jesse 
Spalding, of Chicago, I1]., and Rufus B. Bullock, of Atlanta, 
Ga., to be Government Directors of the Union Pacific Rail- 
way Co. 

—Maj. W. A. Hawkins, who has charge of locations on 
the Tennessee Midland from Memphis to Nashville, has been 
appointed Consulting Engineer for the Danville Construction 
Co., which is constructing the Atlantic & Danville. His 
headquarters will be at Danville, Va. 


_—General E. M. Biddle, Secretary and Treasurer of the 
Cumberland Valley road, died in Carlisle, Pa., May 13. He 
was born in Philadelphia 1808, and was graduated at Prince- 
ton College in 1827. He was probably the oldest railroad 
official in the United States, and he had served 50 years 
with this road as Secretary. 


_— J . M. Bechtel, Division Freight and Passenger Agent of 
the Chicago, Burlington & Quincy, at Burlington, Ia., was 
recently arrested on a complaint of failure to comply with 
the law “%* - posting of rates in freight and passenger 
stations. Mr. Bechtel gave bonds fbr his appearance at the 
next term of court in Clarinda. 


—Mr. J. T. R. McKay, Chairman of the Freight Commit- 
tee of the Central Traffic Association, 1s now making an ex- 
tended tour of Europe because of illness. He has resigned 
po — — «< “ Committee, and bis successor 

ill soon be chosen. r. McKay is Gene i 
of the Lake Shore & Michigan Soutien. a 

—Mr. R. H. Lewis, President of the Chicago Fur: 
and Vice-President and General Manager ra the Colonel 
Iron & Steel Co., cf Chicago, recently resigned both of those 

ositions. He remains Vice-President of both the Chicago 
rop Forge & pep eg A Co. and the Milwaukee Furnace Co 
and President of the National Coke & Fuel Co. m 


—Col. D. S.Walton, City Engineer of Portsmouth. V 
dead io that city May 9. During the war Col. Walton come 
in the engineer corps of the Confederate army, and after the 





war was engaged in New Orleans and on the Isthmus of 
Panama for the Government. For a number of years he was 
engaged on the Erie Canal and important water lines in 
Canada. He was about 70 years old. 


—Mr. Donald Macdonald who has just been appointed 
Assistant General Manager of the Chesapeake & Uhio at 
Cincinnati, is one of the youngest men in that position in the 
country, being now in his twenty fifth year. During the 
services of Mr. J. T. Harahan as General Manager of the 
Louisville & Nashville, Mr. Macdonald was hischief clerk, 
and by that gentleman is said to be one of the most promising 
young railroad men in the country. 


—Mr. A. B. Starr, Superintendent of the Pittsburgh, Fort 
Wayne & Chicago, who has been on trial at Pittsburgh on a 
charge of criminal negligence in issuing an order permitting 
locomotives to run over grade crossings protected by gates 
without giving a signal of any kind, either whistle or bell, 
has been acquitted, though the jury decides that he must pay 
the costs of the suit. Two passengers in a street car were 
killed by a locomotive at a crossing in Allegheny City. 


—Mr. Electus B. Litchfield died of pneumonia May 12 in 
Brooklyn, N. Y. He was born in Dell, N. Y., in 1815. In 
1845 he came to New York, and has since been connected 
with railroads. He was interested in building the Mich- 
igan Southern, the Northern Indiana, and portions of 
the Lake Sbore, and the Cleveland & Toledo roads. In 
Brooklyn he constructed several street railroads. A few 
years ago he bought the Brooklyn, Bath & West End, and 
was for some time its President. 


—-Genera] Adna Anderson committed suicide in a hotel in 
Philadelphia, on the night of May 14. It is supposed that he 
must Have been temporarily insane. General Anderson was 
born at Ridgeway, N. Y., July 25, 1827. His life was spent 
in railroad work in various capacities, in the engineering and 
operating departments. During the war he was Chief En- 
gineer and Superintendent of military railroads, and in 1864 
all the military railroads in the United States were put 
under his command. It was in this service that he got his 
military rank. In February, 1880, be became Chief Engi- 
neer of the Northern Pacific, and in 1886 be became Second 
Vice-President also. In 1887 he resigned and has since been 
engaged in various private enterprises mostly in New York 
city. He wasa man of great force and rectitude of char- 
acter, and of high professional standing. 








ELECTIONS AND APPOINTMENTS. 





Anniston & Montgomery.—At a meeting of the stock- 
holders of the Anniston & Montgomery, held May 9, the 
following officers were elected: John W. Noble, President; 
William Noble, Vice-President; John B. Rees, Secretary and 
Treasurer; E. E. G. Roberts, Chief Engineer. 


Atchison, Topeka & Santa Fe.—The annual meeting of 
the company, held at Topeka, Kan., May ¥, passed off very 
harmoniously with a Jarger vote than ever before polled. 
The number of shares represented was 621,811, Thomas 
Baring holding 442,520, the rest being voted by W. B. 
Strong, B. P. Cheney, Alden Spear and C. K. Holliday. 
The following directors were elected: B. P. Cheney, W. B. 
Strong and Aiden Spear, Boston; C. K. Holliday, Topeka; 
E. B. Purcell, Manhattan, Kan.; L. Severy, Emporia, Kan. ; 
G. C. Magoun and Thos. Baring, New York: Oliver W. Pea- 
body and Geo. G. Crocker, Boston; Edwin H. Abbott, Cam 
bridge, Mass.; Wm. Libbey and John J. McCook, New York; 
The retiring directors are J. T. Burr, C. R Codman, George 
O. Shattock, A. W. Nickerson, Warren Sawyer and W. F 
Wharton. The directors organized by the election the fol 
lowing officers: W. B. Strong, President, Boston; G. C. 
Magoun, Chairman of the Board, New York;C. W. Smith, 
First Vice-President, Boston; A. A. Robinson, Second Vice- 
President, Chief Engineer and Manager, Topeka; J. 
Goddard, Third Vice-President, Chicago; E. Wilder, Secre- 
tary and ‘Treasurer, Topeka; G. L. Goodwin, Assistant 
Treasurer, Boston; C. 8S. Tuckerman, Assistant Secretary, 
Boston: Geo.R. Peck, General Solicitor, ‘Topeka; J. J. Mc 
Cook, General Counsel, New York; J. P. Whitehead, Comp- 
troller, Boston; Jos W. Reinhart, General Auditor, Boston; H. 
C. Clements, Auditor, Topeka; A. A. Glasier, Transfer Agent, 
Boston. Subsequently the resignation of C. W. Smith, First 
Vice-President, was presented, to take effect June 1, and was 
accepted. Atthe request of Mr. Strong resolutions were passed 
transferring the President’s office from Boston to Chicago. 
A number of changes in the by-laws were presented, and a 
plan to provide for the change in organization. The Presi- 
dent’s removal to the West, to give his entire attention to 
the management of the property, rendered desirable that the 
functions of the Chairman of the Board should be some- 
what enlarged, upon the basis of the New York Central & 
Hudson River and other large roads. 


Baltimore & Delaware Bay.—The annual meeting of the 
stockholders of the company was held in Chestertown, Md., 
May 1, and the following directors were elected to serve for 
the ensuing year: J. Rogers Maxwell, R. W. Deforest, E. 
Thelin, George C. Jones, 8S. M. Williams, F. L. Hall and J. 
W. Watscn. F. L. Hall was elected President, George Jones 
Secretary and Treasurer and E. P. Stacey Superintendent. 
J. R. Franklin is General Agent and is located for the 
present at Chestertown. 


Baltimore & Ohio.-—-The regular monthly meeting of the 
Baltimore & Ohio was held this week, and Mr. J. T. Odell, 
late of the Chesapeake & Ohio, was elected General Manager 
of Imes east and west of the Ohio River. W. W. Peabody 
was — General Superintendent of lines west of the 
Ohio River, with the same duties and pcwers as he has here- 
tofore exercised as General Manager. 


e was also appointed 
General Agent at Chicago. 


Boston, Concord & Montreal.—At a recent meeting of the 
directors, H. N. Turner, ef St. Johnsbury, Vt., formerly 
General Traffic Manager of the Boston & Maine road, was 
elected to fill a vacancy in the board. 


Burlington & Missouri River.—H. 8. Wiggins, Assistant 
Auditor, bas been appoin-ed Assistant Auditor of the Treas- 
ury Department, and has been succeeded 1n the first position 
by W. P. Durkee, who bas been an Assistant Auditor. 


Camden & Burlington County.—The annual meeting of 
the stockholders was held yesterday, and the following di- 
rectors elected: John 8. Irick, Richard C. Shreve, Richard 
Asbhurst, W. H. Gatzmer, Edmund Smith, J. N. DuBarry, 
C. S. Sims, J. C. Sims, Jr., W. Budd Deacon, William 8. 
Taylor, W. J. Sewell, W. H. Wilson, Joseph H. Gaskill, W. 
N. Barnard, Charles E. Hendrickson. John 8. Irick was 
afterwards elected President, Richard Ashburst Secretary, 
and Dr. Taylor Treasurer 


Canadian egg cry MeNicoll, General Passenger Agent 
of the Canadian Pacific, Eastern Division, has been made 
General Passenger Agent of the entire system, and the office 
of Passenger Traffic Manager, recently vacated by Lucius 
Tuttle, has been abolished. 

C. E. E. Ussher has been appointed Assistant General 
Passenger Agent of all lines, office at Montreal. W. F. Egg 





has been appointed District Passenger Agent, office at 
Montreal. 


Central Pennsylvania.—The following are the directors of 
the new Pennsylvania Company: Samuel H. Hicks, of Wat- 
sontown, Pa, President; James I. Higbee, Lorenzo Everitt, 
Enoch Everett, Simpson Smith, Hiram Dunkle and Charles 
D. Berger, all of Watsontown, Pa. 


Central of New Jersey.—The stockholders of the company 
held their annual meeting last week and elected the follow- 
ing directors: Austin Corbin, Charles Lanier, Harris C, 
Fahnestock, J. Rogers Maxwell. James A. Garland, Geor; 
: ee Edward D. Adams, Henry Graves and Henry W. 

axwell. 


Chesapeake d& Ohio.—Donald Macdonald has been ap- 
pointed Assistant General Manager, vice M. B. Cutter, re- 
signed. The position of Chief Clerk to the General Manager 
has been abolished, and that of Assistant General Manager 
created, 

H. R. Dill, Superintendent of the Huntington Division, bas 
appointed F. W. Malcolm Engineer Maintenance of Way, 
with headquarters at Hinton, W. Va. 

Charles R. Bishop has been appointed General Eastern 
Passenger Agent, with headquarters in New York. 

M. B. Cutter has been appointed Superintendent of the 
division between Richmond and Newport News and the 
terminal points at Newport News and Norfolk. 


Chicago, Burlington & Quincy.—Tbe annual meeting of 
the stockholders was held at its general offices in Chicago, 
Iil., May 15 The old Board of Directors was re-elected, 
except that Richard Olney, of Boston, was elected in place 
of Sydney Bartlett, deceased. The members of the Board 
are as folows: John W. Forbes, Charles J. Paine, John L, 
Gardner, William Endicott, Jr., Francis W. Hunnewell and 
Riehard Olney, of Boston; T. Jefferson Coolidge, of Man- 
chester, Mass.; J. N. A. Griswold and Peter Geddes, of 
New York: Wirt Dexter, of Chicago, and Charles E. Per- 
kins, of Burlington, Ia. There were 430,000 shares of stock 
represented at the meeting. 


Cleveland, Akron & Columbus.—A. W. Dunning, of New 
York, formerly Assistant Secretary of the Louisville & Nash- 
ville, bas been elected Auditor, with office in Akron, Ohio, 
to succeed C, W. Schaap, resigned. 


Cleveland d} Canton.—The annual meeting of the Cleve- 
land & Canton stockholders was held in Canton, Ohio, May 
8, and the following board of directors elected: H. A. Blood, 
W. J. Reach, G. N. Smalley, W. O. Chapman, Albert Van 
Wagener and Will Rotcb, of Boston; F. W. Hopkins, New 
York; Henry C. Ranney, Seth Paine, Edward §. Flint, A. 
S. Emory, and William Edwards, of Cleveland; Louis 
Schaefer, of Canton; M. Churchill, of Zanesville, and 8. H. 
Taylor, of Carrollton. Of the above all are the old directors 
except F. W. Hopkins and M. Churchill. 


Cleveland, Lorain d& Wheeling.—The annual meeting of 
the stockholders was held Jast week. About 50,000 of the 
56,000 shares were voted and the old board of directors and 
officers were re-elected as follows: Directors, Selah Cham- 
berlain, Worthy S. Streator, E. R. Perkins, Oscar Town- 
send and C. L. Cutter, Cleveland; John Newell, Chicago, 
and H. A. Kent, New York. Officers, Selah Chamberlain, 
President; Worthy 8S. Streator, Vice-President; Oscar Town- 
send, General Manager and Acting General Freight and 
Passenger Agent; C. L. Cutter, Secretary and Treasurer; J. 
W. Tyler, Counsel; Frank M. Townsend, Superintendent; 
W.H. Park, Auditor; James Reynolds, Roadmaster; and 
G. F. Tennant, Paymaster. 


Cleveland, St. Louis & Kansas City.—At the annual 
meeting of the stockholders of the road held in St. Louis, 
May 8, the following directors were elected : T. C. Clarke, 
F. C. Hollins, E H. Emerson, and George W. Van Sieleen 
New York City; James Roosevelt, Irvington-on-Hudson; N. 
Y.: R. W. Webb, Madison, N. J.; P. K. Green, Jersey City, 
N. J., and J. T. K. Hayward; St. Louis, Mo. 


Columbus.—The first annual meeting of the shareholders 
was held this week in Columbus, Ga. The old board of 
directors was re-elected, as follows: L. F. Garrard, J. J. 
Flournoy, Cliff B. Grimes, J. H. Henderson, F. D. Peabody, 
— Theo. M. Foley. The directors have not yet elected 
officers. 


Cumberland & Big Gap.—Incorporated in Tennessee by 
James Geddes, Charles E. Currey, B. F. Champe, E. G, Con- 
nette and K, Baxter. 


Dakota Railroad Commission.—The Dakota Railroad 
Commission has effected a permanent organization by the 
election of Jud La Moure as Chairman and J. L. Robinson, 
of Watertown, Secretary. The headquarters of the board 
have been located at Bismarck. 


Delaware & Hudson Canal Co.—The annual meeting of 
the company was held this week. The following Board cf 
Managers was elected to serve for the ensuing year; A. A. 
Low, Grand B. Cannon, James R. Taylor, John Jacob 
Astor, James Roosevelt, David Dows, Robert M. Olypbant, 
Benjamin H. Bristow, John A. Stewart, Frederick Billings, 
R. Suydam Grant, W. M. ;Tillinghast and Johnston Living- 
ston. The only new name on the board is that of Johnston 
Livingston, who takes the place of A. R. Van Nest, deceased. 


Duluth, South Shore & Atlantic —George T. Jarvis, 
Superintendent, having tendered his resignation, the duties 
heretofore performed by the Superintendent will be assumed 
by the General Manager, W. W. Fitch, with office in Mar- 
quette, Mich. 


El Paso Rapid Transit.—The directors of this Colorado 


company are: F. L. Martin, J. W. Huff, M. A. Leddy, A. 
A. McGooney, E. J. Eaton, A. L. Lawton and W. C, Brad- 
bury. 


Indianapolis & Vincennes.—At the annual meeting of the 
stockholders of the ——~. a division of the Pennsylvania 
system, held last week, G. rts, J. N. MeCul- 
lough, William Thaw, Thomas D. Messler, W. H. Barnes, 
Samuel F. Gray and William Mullins were elected direc- 
tors. 


Kanawha & Ohio.—Grinnel Burt, President of the Lebigh 
& Hudson River Railroad, has been elected President of the 
Kanawha & Ohio. 


Kansas City, Chattanooga & Port Royal.—J. F. Ship 
has been elected President, Major J. C. Wall Vice-Presi- 
dent, and J. Smith Secretary. 


Long Island.—W. E. Bailey has been appointed Assistant 
Superintentent of the road, with office in Long Island City, 


Louisville, Evansville & St. Louis.—At the annual meet 
ing of stockholders of the company held in Mt. Carmel, Ill, 
May 8, the following directors were elected: C. C. Baldwin 
and James Sillman, of New York; D. J. Mackey, William 
Heilman, Samuel Bayard and J. E. Iglehart, of Evansville, 
Ind., Edward Cummings, of Covin . Ky., St. John Boyle, 
of Louisville, Kyi» Robert Bell, Mt. 1, Iil.; T. W. 
Scott, of Fairfield, Il., and Bluford Wilson, of Springfield, 
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lll. The directors elected D. J. Mackey, President; W. J. Redondo Beach.—The ofticers of this California Company 


Lewis, Secretary and Treasurer; George F. Evans, General 
Manager; J. J. Collier, Auditor, and A. P. Humphreys, 
General Counsel. The office of the Secretary and Treasurer 
was changed from Boston to Evansville. 


Louisville & Nashville.—-W. Alfred Kellond has been ap 
pointed Assistant to the General Manager, vice Donald Mac 
donald, resigned. 


Macon & Dublin.—The directors of the road and the 
stockholders met in Dublin, Ga., recently. The old directors 
and officers were re-elected. 


Manitoba & Northwestern.—The annual meeting was beld 
in Montreal, Can., May 3. Directors were elected as fol- 
lows : Andrew Allen, President; F. H. Brydges, Vice-Presi- 
dent; Montague Allan, A. T. Drummond, John Allan, R. G, 
Allan, A. A. Allan, Brice Allan. 


Maryland Midland.—The incorporators of the company 
are: Charles A. Councilman, Jacob D. Geist, Garrett D. 
Waters and Jobn Carroll, of Baltimore County, and Howard 
Munnikkuysen, of Baltimore city. 


Mexican National.—S.H. Bass, General Eastern Agent, 
has been promoted to the position of General Freight & 
Passenger Agent, with headquarters in the City of Mexico, 
in place of W. Morcom 


Missouri, Kansas & Texas.—The annual meeting was held 
in Parsons, Kan., May 15. The following were elected direc- 
tors for the ensuing year: Rudolph V Martinson, Henry K. 
Enos, William Dowd, E. Ellery Anderson, William Bond, 
Simon Sterns, Jacob Denufville, Samuel Sloan, George U. 
Forrest, Herman B. Baltzer, Maynard C. Eyre, of New 
York: Harrison Cross, Emporia, Kan.; Benjamin P. Mc- 
Donald, Fort Scott, Kan.; Lee Clark, Parsons, Kan.; James 
C. Thompson, Sedalia, Mo.; John Hancock, Austin, Tex. 


Missouri Pacific.—W. H. Newman, Third Vice-President, 
has resigned bis office and will sever his connection with the 
system on June 1. J.S. Leeds, Chairman of the Trans- 
continental Traffic Association, has resigned, and has ac- 
cepted the position of Freight Traffic Manager of the Mis- 
souri Pacific. The office of Third Vice-President of the Mis- 
souri Pacific has been abol‘shed. 


Montana & Canada.—The stockholders of the company 
have elected the following directors: S. T. Hauser, Alex. 
T. Gault, W. G. Conrad, 'T. C. Power, Hervey Barbour, 
O. R. Allen, G. H. Hill. The directors elected the following 
officers: President, S. T. Hauser; Vice President, W. G. 
Conrad: Secretary, George H. Hill; Treasurer, O. R. 
Allen. The principal office will be in Helena, Mont. 


Mt. Washington. -The company has elected these di- 
rectors: Walter Aiken, C. E. Bartlett, James T. Furber, 
Frederick Smyth, Nathaniel White, Jr., John P. George, 
George A. Fernald. Walter Aiken was reelected President, 
Frank E, Brown, Clerk, and Edward D. Harlow, Treasurer. 


Pennsylvania.—G. W. Creighton, Assistant Engineer of 
the West Jersey and Camden & Atlantic divisions of the 
Pennsylvania, bas been transferred to the Philadelphia di- 
vision, to succeed W. Heyward Meyers, transferred. L. C. 
Macomb, Supervisor of the Philadelphia division, has been 
made Assistant Engineer of the West Jersey division. 

The following changes and appointments have been an- 
nounced, to take effect May 138: W. B. McCaleb, to be 
Supervisor of Division No. 2 in Philadelphia; J. W. Nelson, 
Supervisor Division No, 4, vice W. B. McCaleb, transferred ; 
T. J. Brereton, Supervisor Division No, 22, Tyrone Division, 
vice John Nelson, transferred. 

The following railroad companies held their annual meet- 
ings May 11 and elected officers for the ensuing year: 

Philadelphia & Lehigh Valley.—President, J. N. Du- 
Barry; Directors, John P. Green, Wistar Morris, Samuel 
Red, G. B. Roberts, N. P. Shortridge, Henry D. Welsh. 

Pennsylvania & Schuylkill Valley.—President, J. N. Du- 
Barry; Directors, J. C. Bright, B. B. Coomegys, Henry 
Eppeheimer, Johu P. Green, H. H. Houston, Amos R. Little, 
Dw ae N. P. Shortridge, Heber 8S. Thompson, Henry 

. Welsh. 


Pennsylvania Co.—D., C. Copperstone has been appointed 
Assistant Auditor of Disbursements of the Pennsylvania 
lines west of Pittsburgh, with headquarters at Pittsburgh. 
He succeeds Frank Thayer, who takes a position with the 
Pennsylvania Company’s Employés’ Relief Associatior, with 
headquarters at Cleveland, Ohio. 

Philadelphia Belt Line.—The officers are: President, 
Francis B. Reeves; Secretary, John Norris; Treasurer, 
William Brockei, Philadelphia; W. M. Singerly, James Dob- 
son, E. C. Knight, Wharton Barker, William Brockei, 
Walter F. Hagar, Charles H. Cramp, E. A. Hancock, Wm. 
H. Jenks, Calvin Pardee, directors, all of Philadelphia. 


Philadelphia, Wilmington d Baltimore.—At the annual 
meeting of the Cambridge & Seaford Co., held at Cam- 
bridge, Md., May 6, George B. Roberts was elected Presi- 
dent; Robert H. Groff, Secretary, and Robert W. Smith, 
Treasurer. 


Pittsburgh, Ft. Wayne & Chicago.—At the annual meet- 
ing of the stock and bond holders of the road, in Pittsburgh, 
this week, L. H. Myers, E. P. Williams and Charles E. 
Spear, whose terms asdirectors had expired, were re-elected. 


Port Jervis, Monticello d& New York.—Benjamin Ryall 
has been appointed Manager of the road, and Eli McMilan, 
for many years a conductor, is now Superintendent, both 
with office in Port Jervis, N. Y. 


Poughkeepsie Bridge Co.—John S. Wilson, President of 
the Poughkeepsie Bridge and the connecting railroad com- 
panies, has appointed S. B. Opdyke General Superintendent 
of all the lines, with beadquarters at Hartford, Conn.; D. P. 
Martin Superintendent of the Connecticut division, and 
George C. Tbayer, recently of the Pennsylvania, is Superin- 
tendent of the western division including the bridge proper. 
P. P. Dickinson is Chief Engineer and L. C. Patterson is 
Assistant; Newton R. Turner, formerly Division Freight 
Agent of the Philadelphia & Reading, is General Freight 
Agent, H. C. Watson is Auditor. 


Ohio River.—At the annual meeting of the stockholders 
held on May 9, the following directors were elected for the 
ensuing year: James G. Fair, E. W. Clark, S. W. Colton, 
Jr., C. W. Harkness, W. P. Thompson, Chas. Pratt, J. P. 
Iisley, J. N. Camden, G. W. Thompson, W. N. Chancellor, 
R. H. Browse, R. S. Brown, J. N. Camden, Jr. The board 
organized by the election of G. W. Thompson, President; 

m. N. Chancellor, Secretary; W. M. Trevor, Treasurer; 
and E. W. Warnick, Auditor. 


Paris, Choctaw & Little Rock.—Tbhe anvual meeting of 
the stockholders was-held in Paris, Tex.. May 11, and the 
following directors were elected: S. J. Wright, T. D. Craig, 
L. P. Harrison, D. H. Scott, John Martin, S. B. Maxey, 
W. B. Wise, J. H. Johnson, J. A. Martin. 


Portland & Clacamas.—The incorporators of this Oregon 
company are: William Reid, F. A. Habersham and D. W. 
Cummins. 





are: G. J. Ainsworth, President, L. Friel, Chief Engineer, 
and 8. O. Brown, Vice-President and General Manager, all 
with office in Los Angeles, Cal. 


St.Louis, Arkansas & Texas.—S. W. Fordyce, President, 
has been appointed Receiver of the road by Judge Brewer at 
Leavenworth. 

St. Louis & San Francisco.—At the regular meeting of 
the stockholders held in St. Louis, May 8, 191,191 shares of 
stock were represented. The old Board of Directors was re- 
elected, as follows: William F. Buckley, George Coppell, 
Walter L. Frost, I. E. Gates, George J. Gould, Bryce Gray, 
C. P. Huntington, John O. Day, Horace Porter, John Paton, 
Jesse Seligman, Russell Sage and E. F. Winslow. 


San Francisco & North Pacific.—A. B. Savell has been 
appointed Assistant Auditor of the above road. 


San Pete Valley.—At the annual meeting held last week 
the old directors were re-elected. 


Southern Pacific.—E. G. Bleker has been appointed Geieral 
Freight Agent for the state of Texas, with office in Houston, 
Tex., in place of George Gerken, resigned. 


Talbotton.—At the recent annual meeting. T. M. Gibson 
was chosen President, and S. W. Thornton Superintendent 
and Secretary and Treasurer, with office at Talbotton, Ga. 


Terre Haute & Indianapolis.—Robert Thompson, who 
has been connected with the auditor’s office, bas been ap- 
pointed Assistant Treasurer, with office in Terre Haute, Ind. 


Texas, Sabine Valley & Northwestern.—C. W. Booth 
having resigned, the duties of General Freight and Passenger 
Agent of this company until further notice will be assumed 
by R. J. Evans, General Manager, with office in Longview, 
Tex. 

Texas Trunk.—Tbe new directors of the road are: S. H. 
Kneeland and F. L. Russ, of New York Citv; W. W. 
Weighly, of Philadelphia; J. E. Schneider, W. W. Leake, 
M.S. Mowry and T. L. Marsaills, of Dallas. The directors 
elected the following officers: S. H. Kneeland, President; J. 
E. Schneider, Vice President; W. 8. Mowey, Treasurer and 
General Manager; P. A. fucker, Secretary. 


Transcontinental Association.—James Smith, the 
General Eastern Agent of the Transcontinental 
Association, has been appointed Temporary Chairman, with 
headquarters in St. Louis, Mo., to succeed J. S. Leeds, re- 
signed. 

Union Pacific.—A. Woodcock has been appointed General 
Land Commissioner, with office at Omaha, Neb., in place of 
C. J. Smith, who has been appointed General Manager of 
the Oregon Railway & Navigation Co. 


Utah Central.—The stockholders held their annual meet- 
ing May 6, and elected these directors: Charles Francis 
Adams, F. L Ames and F. Gordon Dexter, of Boston: Sid- 
ney Dillon, New York, and G. M. Cumming, John Sharp, 
James Sharp, J. T. Little and J. A. Jennings, Salt Lake. 


Wabash Eastern.—The incorporators and first board of 
directors of this Illinvis company are: George W. Smith, 
Abram M, Hence, John Maynard Harlan and Charles Hen- 
rotin, of Chicago, and John W. Bunno, of Springfield, Ill. 


OLD AND NEW ROADS, 


New Companies Organized.—Central Pennsylvania, 
—Cumberland & Big Gap.—Maryland Midland.—Philadel- 
phia Belt Line.—Terminal Railroad Association of St. 
Louis.—Wabash Eastern, 











Adirondack.—The purcbase of the Adirondack road by 
the Delaware & Hudson Canal Co. isrumored. The Adi- 
rondack road runs from Saratoga to North Creek, Warren 
County, N. Y.,a distance of about 58 miles. Several ex- 
tensions are under consideration. 


American Midland .-—The stockholders of the road met 
this week in Findlay, Ohiv, and authorized the directors to 
bond the line as far as completed in a sum not to exceed 
$50,000 for each mile now in operation. The proceeds will 
be applied to the liquidation of the floating debt and the ex- 
tension of the line to Fort Wayne, Ind., in the West, and to 
Red Bank, Pa., in the East. 


Baltimore & Delaware Bay.—The annual meeting 
was heid last we-k. It was stated that the proposed extension 
to Tolehester, Md., will be built immediately. It is intened 
to spend $100,000 in repairing the road. An entire new 
track is to be laid. The Diamond State Iron Works will fur- 
nish the iron supplies. It 1s expected to have the new road 
in running order by July 1. Fruit and passengers can then 
be carried from Chestertown to Boston by train to Bombay 
Huok, and thence by floaters to Bay Side, N. J.. there 
connecting with the New Jersey Southern road, and then by 
way of the Central of New Jersey to New York city. 


Baltimore & Ohio.—It is stated that within a few days 
the Baltimore & Ohio will begin the construction of a con- 
necting line in West Virginia, from Fairchance to Morgan- 
town, which will unite the Baltimore & Ohio system in the 
South, and give Pittsburgh a direct line to the coal, iron ore, 
and coking coal fields of the region through which it will 
pass. The connecting link will be 17 miles in length. 


Boston & Albany .—The statement of earnings and ex- 
penses of the Boston & Albany for the quarter ending March 
31 shows: 


1889. 1888. Inc. or Dec. 
PRONG GOTT 505 asecexesncced $1,998,996 $1,859,142 I. $139,854 
oo  . 1,414,808 1,493,564 D. 78,756 














Net earnings.............. $584,188 $365,578 I. $218,610 
I -cs cacwcecask aeacmedt 223,829 205,158 I. 18,671 
Se RE ener a eee $360,359 $160,420 I. $199,939 
Cash on hand..........0.ec06 407,493 456,990 D. 49,497 
Profit and loss def......... 537,977 607,785 D. 69,808 


Bowling Green & Northern.—The locating survey 
for the line from Litchfield, Ky., on the Chesapeake & Ohic, 
to Sccttville, Allen County, via Bowling Green on the Louis- 
ville & Nashville, is now about completed. The total length 
of the line will be about 65 miles. The estimates are now 
being made and as soon as completed the contract for grad- 
ing the line will be let. The company is meeting w:th much 
success in obtaining right of way, it being secured with but 
little trouble. M. H. Crump is Secretary of the company. 


Buffalo, Lackawanna & Pacific.—Amended maps 
have been filed with the county clerks of Erie and Niagara 
counties. Tbe route has been changed so as to run parallel 
with that surveyed for the West Shore for about 1\/ miles 
from Black Rock, N. Y. to where the Lackawanna crosses 
the New York Central & Hudson River Road. The line as 
changed will be between that of the West Shore and the 
river. Col. J. E. McIntire, of Buffalo, is General Manager. 


Burlington, Cedar Rapids & Northern.—The an- 
nual report for the year ending Dec. 31, 1888, shows that the 
total gross earnings were $2,848,075; the total operating ex- 
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penses, including taxes, insurance and rentals, $2,076,629, 
and net earnings, $771,446, 


Canadian Pacific.—The annual report shows the gross 
earnings for the year to have been $13.194.535; working ex- 
penses, $9 324.760; net earnings, $3,870,774: deducting 
tixed charges, $3,544,351, the surplus was $326,423. The 
year’s results have not been as good as expected, mainly 
owing to the light crops in Ontario in 1887. This was more 
than made good by the main line and through Pacitic traffic, 
but the latter bad to be carried at a small profit. The first 
quarter of the present year shows great improvement. The 
land sales last year were 138,000 acres, for $443,526, as 
against 53,803 acres in 1887, for $179,813. 

President Van Horne said Sir Henry Tyler had said a 
great deal about the aggressiveness of the Canadian Pacific. 
and its extensions and acquisitions in Ontario, regardless 
of the fact that since the Canadian Pacific came into exist- 
ence the Grand Trunk had absorbed in that province more 
than two miles of railway for every one made or acquired 
by the Canadian Pacific aside from its main line, The Grand 
Trunk, Mr. Van Horne said, talked a great deal about the 
subsidies the Canadian Pacific received, forgetting tbat in 
Ontario and Quebec the Grand Trunk bad received many 
times the amount the Canadian Pacific received for its lines 
in these provinces, and that the Ontario & Quebec, between 
Montreal and Toronto, was built without any subsidies what- 
ever. He concluded by stating that the Canadian Pacific 
had from its inception met with the determined hostility of 
the Grand Trunk in the Dominion and Provincial Parlia- 
ments, in the money markets, and in the press. Sir George 
Stephen said the Grand Trunk had done its best to discredit 
the company in London in order to prevent it getting the 
capital to build the line from London to Detroit, but that 
effort had miserably failed. Let Sir Henry Tyler accept the 
situation and recognize the Canadian Pacific as an independent 
but well disposed neighbor. 


Central of Georgia.—Tracklaying on the extension of 
the Buena Vista & Ellaville, between Columbus and Buena 
Vista, Ga,, 33 miles, was completed May 9. 


Central Pennsylvania.—Articles of incorporation 
filed in Pennsylvania to construct a road from a point at or 
near Mill Hall, Clinton County, Pa., to a point at or near 
Unionville, Centre County. The length of the road is to be 
25 miles and the line runs through the counties of Clinton 
and Centre. The capital stock is to be $500,000. 


Chattanooga Sout hern.— About three miles of track 
has been laid on this rcad to Rock Creek, and the remaining 
two miles to complete the first section will soon be completed. 
This work is being done by the company’s force. The com- 
pany expects to place bonds on the line very scon, and to 
then let the contract for building to Anniston, Ala.,via Cedar 
Bluff. J. C. Henderson, Chattanooga, Tenn., is General 
Manager. 


Chicago & Atlantic.—The Central Trust Co., of New 
York will file a petition asking Judge Gresham to appoint a 
Receiver. Trustees for the first mortgage bondholders and 
many of the second mortgage bondholders are also interested 
in the proceedings. While a default in the interest is the rea- 
son assigned for the action, the real course is thought to be 
that an appeal has been granted certain bondholders in a _re- 
cent decision of the United States District Court, which 
would delay the reorganization several years. Under the 
proposed plan of reorganization there was to be a new issue 
of bonds to the amount of $12,000,000 bearing four per cent. 
interest the first five years and five per cent thereafter, un 
til due, to be guaranteed by the New York, Lake Erie & 
Western. There is also to be issued $10,000,000 five per 
cent. non-cumulative bonds, 


Chicago, Burlington & Quincy.—The company has 
secured extensive terminal facilities in the city of St. Louis. 
It has bought 400 acres, extending from Hall street east to 
the river, embracing the entire river front. Freight terminal 
facilities have been secured at Main and Franklin streets, 
where the company owns a site for a freight depot 140 by 
900 ft. The press reports state that the company will con- 
struct a bridge across the Missouri River south of St. Charles, 
and build an independent line to the company’s property. 


Cleveland & Canton.—Work on the Chagrin Falls ex- 
tension of the road has been temporarily abandoned. 


Cleveland, Cincinnati, Chicago & St. Louis.— 
Judge Stevenson Burke, on May 11, brought suit against the 
Cleveland, Columbus, Cincinnati & Indianapolis road, in the 
Common Pleas Court, at Cleveland, to prevent the pro- 
posed consolidation with the Cincinnati, Indianapolis, St. 
Louis & Chicago. By agreement of attorneys, however, 
the Courts permitted the stockholders of the Cleveland, Co- 
lumbus, Ciacinnati & Indianapolis to meet in Cleveland and 
vote upon the proposition to consolidate with the *‘ Big 
Four.” Of the 150,000 shares, 122,933 were voted, all being 
in favor of the consolidation, 10 negative votes being cast. 
The Cincinnati, Indianapolis, St. Louis & Chicago Railroad 
stockholders voted unanimously in favor of the consolida- 
tion, the details of which have already been published. 


Cleveland, St. Lou's & Kansas City.— The con- 
tractors for the road, Wm. Baird & Co., have abandoned the 
contract and turned the road over to J. C. Hayward, the 
engineer. Work has been suspended several days, «wing to 
a lack of funds. All claims for labor had been settled up to 
May 1. The company will settle with the retiring contract- 
ors for the work already completed, six mules of track and 
56 miles of grading. New arrangements will then be made, 
and it is expected that work will be resumed under a new 
contract within ten days. Ten miles of track had been com- 
pleted before the Baird contract was commenced. The road 
is now graded for 20 miles east of St. Charles, Mo., and 52 
miles west. It is completed to Hamburg, 16 miles west of 
St. Charles, and trains are now running between those 
points for the accommodation of local business. Messrs. 
Baird & Co. will settle all claims against them in a few days, 
and there wil] be no debts whatever arising from the work of 
construction or any other feature of the contract. The labor 
claims since May 1 have also been paid. 


Columbus & Cincinnati.—This company has applied 
for permission to increase its capital stock to 2,800,000, 
and to build southeast to the state line. 


Columbus, Lima & Milwaukee.—It is stated that 
work will be commenced on the middle division of this road, 
from Columbus to Defiance, Ohio, 125 miles, not Jater than 
June 1, by the contractor, Stephen G, Clarke, 1,525 North 
Halstead street, Chicago. 


Confluence & State Line.—Kennedy & Crossan, of 
Philadelphia, have the contract for building this short Penn- 
sylvania road, which has already been described. James 
Crawford, of Fox Chase, Philadelphia, Pa., is Chief Engi- 
neer. 


Cumberland & Big Gap.—Chartered in Tennessee 
to build from near the southern end of the Cumberland Val- 
ley branch of the Louisville & Nashville, at or near Cumber- 
landGap, iv Claiborne County, to a point on the line be- 
tween the states of Tennessee and Virginia, in Claiborne 

















MAy 17, 1889) 


THE RAILROAD GAZETT 








E. 





38338 








County, so as to connect the Cumberland Valley branch of 
the Louisville & Nashville Road with a line of any company 
of Virginia. 

Denver & Rio Grande.—The extension from Glen 
wood Springs, Colo., to New Castle was oo May 11. 
Workmen are laying the third rail on the Denver & Rio 
Grande below Glenwood Springs. 


Dexter & Piscataquis.—Tbe company has placed the 
entire issue of its bonds im Boston at a price satisfactory to 
the company. Work on the road is now being pushed and 
the contractors will have it completed by the time specified 
in their contract. 


Dodge City, Montezuma &Trinidad.—The company 
expects to let contracts soon after Jure 20 for grading exten- 
sions of the road, which is now in operation from Dodge City 
to Montezuma, Kan., 27 miles. The survey west from 
Montezuma has been completed for 100 miles. Trinidad, 
Col., is the proposed western terminus. W. W. Munsell, 
Dodge City, Kan. , is the Secretary and Treasurer. 


Evansville, Ft. Wayne & Chicago.—The projectors 
announce that the work of building the line, 109 miles in 
length, on the towpath of the Wabash Canal between Ft. 
Wayne and Lafayette, Ind., will be begun within 30 days, 
ample funds for that purpose having been raised. Keene 
Bros., of St. Louis, are the contractors. 


Florida.—Bills have been introduced in the legislature of 
Florida to incorporate the West Florida & Alabama Railroad 
Co., the Fernandina & Suburban Railway Co., and the Ma- 
natee River Railway & Navigation Co. 


Forest City & Watertown.—The engineer corps has 
been for some time engaged in running lines through the 
great Sioux Indian Reservation in Dakota, from Forest City 
toward the Black Hills. They report that an easy grade bas 
been secured through a timbered country. Work will be soon 
resumed on the line between Gettysburg and Forest City, 
bids for grading being asked. 


Freehold & New York.—Contracts for the extension 
to Atlantic Highlands, N. J.,a summer resort on the bay 
shore, will soon be let. Part of the line from Keyport is 
now under contract. The new road will cross the New York 
& Long Branch at Matawan, from which poiut cars of that 
road will run over the oew line to Atlantic Highlands, mate- 
riaily reducing the time from New York. 


Galveston & Western.--The stockholders have voted 
to increase the capital stock from $240,000 to $320,000, The 
franchise of the Texas Mexican Railroad has passed into 
this comyany’s hands. 
ment will be bought, and other improvements will be made. 
The annual meeting will be held in Galveston June 11. 


Georgia Pacific.—Gibson & Corpening, of Birmingham, 
Ala., have contracted to build a 14-mile branch in north 
Alabama. 


Georgia Southern & Florida.—The company has 
made the following proposition to the people of Thomasville, 
Ga. 1f they will raise within thirty days $25,000 aid to the 
road, the company will agree to build a railroad from 
some point on the line to Thomasville by Nov. 15, next, the 
$25,000 then to be given it, and four acres of land close in 
for terminal purposes, together with right of way through 
the city. It agrees further to spend the $25,000 on work in 
Thomasville, and to put $15,000 into a passenger depot. 

The entire extension from Valdosta, Ga., to Palatka, Fla., 
is now under contract. Morgan & Reynolds, of Macon, Ga., 
have the contract for grading all the line, and E. B. Waters 
for the ties. ‘The trestles are also all contracted for. About 
30 miles of line is now ready for track laying, which was 
commenced May 11, at Valdosta, and at Lake City, Fla. 
The contractors are to complete not less than 15 miles a 
month. W.H. Weils, of Macon, is Chief Engineer. 


Grafton & Upton.—Newell & Snowing, of Uxbridge, 
Mass., were last week awarded the contract for building the 
extension from We-t Upton through Hopedale to Milford, 
Mass. The distance is about eight miles. The construction 
of the line was begun May 13, and it is to be completed 
by next October. H. P. Been, of Grafton, is Chief Engi- 
neer, 


Harrisburg & New England.—A bill in equity 
filed at Easton, Pa., by the company, to restrain the 
Pennsylvania, Poughkeepsie & Boston from using lands sur- 
veyed and to be used by this company in Northampton 
County, and referred to in these columns under the name of 
the latter company, gives a history of this company. It was 
organized on Nov. 5, 1886, purchased the rights and fran- 
chise of the Susquehanna & Delaware River, acquiring 
the franchises a property of the Pennsylvania & New 
England, who in like manner acquired ali the franchises of the 
Pennsylvania, Pougbkeepsie & New England. The object of 
the company is to construct the railroad from Harrisburg to 
Portland, on the Delaware River. It has surveyed a route 
through Dauphin, Lebanon, Berks, Lehigh & Northampton 
counties, upon which much grading has been done, and within 
the last nine months has ——— relocated and prepared 
jo contracts that portion of the road through Northampton 

Younty. 


Hartford & Connecticut Western.—The hearing 
upon the proposed bond issue before the Legislative Railroad 
Committee was held last week. The railroad’s representative 
stated that the directors, having seev how strong the feeling 
was in certain directions that the road ought not to be further 
mortgaged, had decided to expend the moncy out of their 
own pockets, and that at some future date they might ask to 
be allowed to issue bonds, after having shown the public that 
they were acting in good faith. He requested the committee 
to submit an unfavorable report, with the statement that they 
did so at the request of the petitioners. This the committee 
agreed to do. 


Hudson Connecting.—Track is now all laid on the 
road from Campbell Hall, northeast, to the Poughkeepsie 
Bridge. The bridge will be opened for traffic May 25. 


Ilwaco Railway & Navigation Co.—The extension 
of the road between Ilwaco, Wash. Ter., and Sea Land, the 
new terminus on Shoalwater Bay, is being rapidly pushed to 
completion. This extension will make the length of the road 
20 miles, the terminus being within two or three miles of 
Oysterville. The grading is ali finished and the track has 
been laid a distance of 15 miles. It is expected that 
the line will be completed this month. The road runs 
parallel with the shore of the bay almost the entire 20 miles. 


Jacksonville, Williamsport & Atlantic.—The 
survey for this road has just been completed, and it is ex- 
pected to let contracts by June for constructing the line. It 
is to extend from Anniston, Ala., tbrough Jacksonville to a 
connection with the East and West of Alabama, a distance 
of 20 miles. Bonds at the rate of $12,000 a mile will be 
issued ; towns along the proposed route have voted aid to the 
extentof $150,000, and right of way has been secured. Tim- 
poe gy ore —~ og Me ome will form the bulk of the 
raffic. James Crook is President and J. A. G; i i 
Engineer, both of Jacksonville. ee 


Extensious will be built, new equip- 


Louisville, New Orleans & Texas.—On the Helena 
branch, 4 miles long, engineers are now planning the inclines 
by which cars will be run to and from the Mississippi River 
transfer boats, the most important part of the work. ‘lhis 
will connect the Louisville, New Orleans & Texas with the 
| Arkansas Midland, and give the former road a short line to 
St. Louis. The statement that a line 50 miles long, from 
Yazoo Pass down the Coldwater, Tallahatchie and Yazoo 
rivers, will be built this season, is incorrect. The company 
has no intention of building over this route. 


Maine Central.—A press report states that the com- 
pany has begun grading at Faoyan’s, N.H., on an exten- 
tion of 10 miles from Fabyan’s westward to Scott's, 
where connection will be made with St. Johnsbury & Lake 
Champlain, which is a part of the Boston & Maine’s Ver- 
mont system. This is, it is said, in consequence of the recent 
decision of the New Hampshire Supreme Court, by which 
the Boston & Maine will probably lose control of the Boston, 
Concord & Montreal. 


Maryland Central.—The announcement bas been made 
tbat on May 19 trains will be run through between Balti- 
more and York, Pa., on the Maryland Central and York & 
Peach Bottom railroads, The Maryland Central has indorsed 
$300,000 five per cent. bonds of the Deer Creek & Susque- 
hanna road, now building from Belair to the Susquehanna 
River at Stafford. It is understood the extension is to be 
pushed on to connections that will reach the Pennsylvania 
coal fields. 


Maryland Midland.—This company has been chartered 
in Maryland for the purpose of constructing and operating a 
railroad, to commence ata poiut on or near Lhe Green Spring 
branch of the Northern Central between Roger’s Station and 
the junction of the Western Maryland to extend through a 
tract of land known as ‘*The Caves,” thence northerly to the 
state line; all the line isin Baltimore County. The capital 
stock is placed at $50,000. 


Missouri, Kansas & Texas.—<An answer was filed this 
week in the suit of the Missouri, Kansas & Texas against the 
Mercantile Trust Co., the Missouri Pacific, the Union Trust 
Co., Jay Gould, John Sevier, J. Alfred Davenport, Christian 
Zabriske and Edward H. Van Winkle. The document is the 
answer only of the four last-named defendants. They admit 
that all the coupons on the mortgages referred to in the suit, 
which matured in June, 1888, are in default and unpaid. 
The default is alleged to be caused by the great decline in 
freight and passenger rates on the road. They allege also 
that similar actions are pending in the United States Circuit 
Court of Kansas avd New York and in the Supreme Court of 
New York. The defendants also admit that the amount of 
the various charges by way of interest on the indebtedness 
of the complainant exceeds the sum of $2,600,000, but they 
deny that the net earnings, after the payment of the expenses 
of operating and maintaining its road and paying its taxes, do 
not exceed the sum of $1,500,000 per annum. They den 
also that the enforcement of any lien or charge of the defend- 
ants or of either of them will impair ary public interests, as 
averred in the bill of complaint. 

A cross bill of complaint was alsc filed by the same defend- 
ents against the Missouri, Kansas & Texas Railway Co., 
the Mercantile Trust Co. and the Union Trust Co. In 
this complaint a ‘history of the transactions by which 
the St. Louis, Iron Mountain & Southern gained control of 
several Western companies is given.* The leases and arrange- 
ments of such roads, it is charged, were accomplished with 
detrimental effects to the roads, and it is charged that Jay 
Gould and the Missouri Pacific, with intent to conceal the 
excess of earnings, diverted the excess, caused false entries 
to be made in the report of the Missouri, Kansas & Texas 
from 1882 to 1887, and also caused the statement to be made 
that the charges against that company were nearly $4,000,- 
000 greater than in fact. It is asked that certain demand 
notes of the Missouri, Kansas & Texas for $520,000 be de- 
clared void and that receivers be appointed. 


Napanee, Tamworth & Quebec.—Mitchel! & Co., of 
Napanee, Ont., the contractors tor the extension from Tam- 
worth westerly to Tweed, Ont., have about half of the 20 
miles graded. The line connects with the Canadian Pacific 
at Tweed. The firm also has the contract for the line from 
Yarker easterly seven miles to Harrowsmith, connecting 
there with the Canadian Pacific. 


New Roads.—The town of Boothbay, Lincoln County, 
Maire, has voted to bave a survey made from that place, 
north, to Wiscassett on the Knox & Lincoln Railroad. The 
distance is about 10 miles, and the survey is now in progress. 

George Cox has just completed a preliminary survey fora 
road from Kearney, Neb., in an easterly direction to Pro ser, 
the present terminus of the Missouri Pacific in Nebraska. 

A company has been organized to build a road from Rock- 
ford, the terminus of the Oregon Railway & Navigation Co.’s 
road and the Union Pacific system to Spokane Falls, Wash. 
Ter. The capital stock is $5,000,000 and the distance is 
about 25 miles. 


New York Central & Hudson River.—The earnings 
and expenses for the three months and the six months to 
March 31, were as follows: 


For the Quarter. 
GrosS CATNINGS............0e2000% 
Operating expenses....... Lessess 
Per cent. expenses to earnings.. 


Ine. or 
1889. 188%, Dec. 
$8,033,478 $8,152,796 D. $119,318 
5,501,108 5,802,028 D. 300,920 
68.47 71.16 


‘ 











Net earnings ............... $2,532,370 $2,350,768 I. $181,602 
Fixed charges..............05.0+ 1,963,260 1,954,860 I. 8,400 

Deficiency ..............0005 25,173 $498,375 D. $173,202 

Inc. or 
For the Six Months. 1889. 1888. ec. 

Gross earnings................5. $17,204,368 $18,173,022 D. $968,654 
Operating expenses.............. 11,472,748 12,272,538 1. 799,790 
Per cent. expenses to earnings. 66.68 67.53 

Net earnings... ...-.--..-- $5,731,619 $5,900,483 D. $168,864 
FIR0E GRAPHED. 00.000 c2sccccrveese 3,926,520 3,909,7201. 16,800 

RR 5 i siccasetueascses $16,533 $202,197 D. $185,664 


New York, Chicago & St. Louis.—The statement of 
the earnings and expenses for the quarter ending March 31 
shows: 





1889. 1888. Inc. or Dee. 

Gross earnings........... ...+ $1,243,192 $1,312,051 D. $68,859 
Oper. expenses..............+- 978,457 1,007,062 D. 28.605 
Fixed charges.............. $218,411 $250,934 D. $2,523 
Net income............0s0-.00 16,: 54,054 D. 37,731 
Cash on hand................. 448,345 639,943 D. 191,598 
Profit and loss sur........... 1,015 203,173 = =-D. 202,158 


New York, Lake Erie & Western.—Tbe road is re- 
ported to be surveying a line to Bound Brook, N. J., starting 
from its own road near Newark. The a ae is to secure a 
connection with Philadelphia, over the Phi adelphia & Read- 
ing. 

Norfolk & Western.—It is reported that the road has 
bought at a cost of $1,000,000, 225 acres of land near [ron- 
ton, Ohio, as a sight for repair shops and round house for the 








—— —_—. 





roposed West Virginia & Ohio road, from the Flat Top coal 
eld to the Ohio River. Engineers are now making examin- 
ations at the Ohio River, with a view to determining the 
probable cost of a bridge at that point. The preliminary 
estimates are that about $600,000 will be required to build 
and eauip the road and provide the necessary terminals and 
connections. The road is to be 190 miles long, and cannot 
be built in less than two years, and as it will run through a 
rich mimeral and timber country, its local traffic will be de- 
veloped as construction proceeds. 


Northern Pacific.—Work on the Littie Falls cut off 
line has been commenced by Winston Bros., of Minneapolis, 
who bave the contract, The contract will probably be let 
immediately for building the line from near Gallatin. 
Mont., through the Homestake Pass to Butte, Mont. 


Ontario, Carbondale & Scranton.—The Scranton & 
Forest City, the Forest City & State Line, and the Hancock 
& State Line roads, on which the grading is about to 
begin, have been consolidated as the Ontario, Carbondale & 
Scranton. The new line will give the New York, Ontario & 
Western an entrance to the anthracite coal fields. It is stated 
that contracts for carrying 500,000 tons of coal annually 
have already been made. 


Pp 
ti 


Oregon & Transcontinental Co.—A_ temporary in- 
junction was issued in New York this week, on application 
of Elijah Smith and Edward R. Bell, stockholders in the 
Oregon Railway & Navigation Co., restraining, until further 
hearing, the proposed issue of new stock by the Oregon 
Transcontinental Co., and also restraining avy pledge or 
other disposition by that company of its boldings of the Ore- 
gon Railway & Navigation Co.’s shares. The authorized 
capital stock of the Oregon & Tran-continental is $50,000,- 
000, The amount heretcfore issued is $40,000,000, It was 


reported May 11, by telegrams from Portland, OU., 
that on May 10, at a meeting of the directors 
it was resolved, pursuant to telegraphic instructions 


from Mr. Henry Villard, that the remaming $10,000,000 of 
authorized capital stock should be issued at once; that the 
company should guarantee dividends at 6 per cent. upon this 
$10,000,000, and that $12,000,000 of Oregon Railway & 
Navigation stock held by the Oregen & Transcontinental 
should be bypothecated to secure the payment of the divi- 
dends which were to be guaranteed on the new issue. It is 
alleged by plaintiffs that the Oregon & Transcontinental has 
no authority in law to give such a preferred right to any 
portion of its stock; that Mr. Villard’s purpose was to place 
the stock where he could control its proxies and the election 
on June 17 and also with the money thus obtained to in- 
crease the amount of the Northern Pacific shares now 
held by the Oregon & Transcontinental to enable bim by 
that means to contro] the next Northern Pacific election and 
drive out of that company’s Board those directors who have 
heretofore in that Board been a check upon his schemes. The 
attorneys furtber believe that his success in this regard 
would expose the Oregon & Transcontinental to annulment of 
its charter for holding, contrary to the laws of Oregon, con- 
trol of two parallel and competing roads, the road of the 
Northern Pacific and the road of the OregonRailway & Navi- 
gationCo. Later in the week a modification of the injunction 
was made, It was applied for by Charles W. Wetmore, repre- 
senting the defendants, and removes the restriction against 
using the $12,000,000 of stock for any object other than the 
furtherance of the plans complained of. 

The answer of the defendants states that no issue of pre- 
ferred stock in the advance of tbe election was intended and 
that no step was taken with such an end in view, except the 
passage of a resolution conferring authority of a preliminary 
nature on the Executive Committee, to take the necessary 
steps for such an issue. It was intended to submit the mat- 
ter, as required by the laws of Oregon, to the stockholders’ 
meeting, and the resolution was passed in order that the pre- 
liminary steps might be taken and the papers prepared for 
that purpose. 


Penusylvania .—The $12,000,000 which the company is 
to expend for improvements along its line is to be spent as 
follows: Construction of third and fourth tracks and addi- 
tional facilities on the Pennsylvania Railroad, branches 
and leased lines, $3 500,000; real estate, Pennsy)vania 
Railroad, branches and leased lines, 2,600,000; locomotive 
and passenger equipment, $4,400,000; construction of 
branch and auxiliary lines in addition to those now 
in operation, $1,500,000; total, $12,000,000. The 
company will, during the year, expend $3,000,000 of 
the money raised by the stock allotment and sale of the assets 
in improvements and betterments to the Western lines. For 
a large portion of this the Pennsylvania receives stock or 
bonds from the companies $benefited, and to that exient the 
expenditures will be an investment. One of tbe purposes in 
view when the allotment was decided upon was the construc- 
tion of a railroad to League Island, in the Delaware River 
near Philadelphia, which would give the company practical 
control of the river front. 

Pennsylvania, Poughkeepsie & Boston.—It is said 
that it is probable that work will be stopped on the section 
between Portland and Slatington, Pa , and the commence- 
ment of work on the section from Slatington to Harrisburg, 
delayed, in consequence of the bill filed by the Harrisburg & 
New England in the Court of Chancery. The latter com- 
pany contends that it has the title tothe right of way, by 
purchase and otherwise. It states that it has made surveys 
of the entire line from Portland to Harrisburg and done con- 
siderable grading, and that numerous contracts have been 
given out. In view of these facts it claims that the title of 
the Pennsylvania, Poughkeepsie & Bo+ton is not valid. 


Philadelphia Belt Line.—Cbartered in Pennsylvania, 
with a capital stock of $200,000, to construct a read from a 
point on the Schuylkill River near the Atiantic Refinery in 
the city of Philadelphia, along streets, avenues and private 
property, following the courses of the Schuylkill River and 
Delaware River to a point near Cottman street, in the 23d 
ward of the city. The length of the railroad will be about 
18 miles. When completed the road is to be turned over to 
the city in trust for the impartial use of all railrosds that 
desire, or shall hereafter desire, to connect with it. It hes 
been discovered that there is room enough on Delaware ave 
bue for an additional track. 


Philadeiphia & Reading.—A corps of eight engineers, 
under Assistant Engineer Frank H. Thomas, have been at 
work tbis week surveying a line from Lofty te Drifton, Pa., 
through Hazleton for the proposed branch which is to extend 
to Coxe Bros. & Co.’sand other coal collieries in that vicinity. 


Pittsburgh, Cadiz & Ohio.—Work was begun last 
week on the Pittsburgh, Cadiz & Ohio road. This is the 
fifth road of the Black Diamond system, and will run from 
Pittsburgh through Cadiz, Freeport, Washington, McCon- 
nelsville and Athens, terminating at Maysville, Ky. 


Plymouth & Middleboro.—The preliminary surveys 
for this road bas been completed.‘ It is to be built from Piym- 
outh west through Carver to Middleboro, Mass., a distance of 
about 15 miles. If built the road would} give Plymouth a 
direct connection with Taunton, and other towns‘west. T. D. 
Shumway is President, and James M. Hodge is Chief Engi 
neer. The office is at Plymouth. 
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Portland & Clackamas.—Incorporated in Orego» to 
build the following lines of railroad in Clackamas County 
from the Portland & Willamette Valley road near Oswego, 
to the Suspension Bridge, and thence across the Molalla River 
and southwesterly to a connection with the Oregon & Cali- 
fornia road in Marion County; in Multnomah County, from 
East Portland easterly via Powell’s Valley and across 
Clackamas County to the Sandy River by a line already sur- 
veyed to the base of Mount Hood, a distance of about fifty 
mules, with a branch tine from the Powell’s Valley line to 
an intersection with the first line near upper,Clackamas River; 
also toacquire and operate running powers over the main 
line of the Portland & Willamette Valley into Portland and 
to acquire any railroad in Oregon by qoeceees, lease or other- 
wise. The principal office will be in Portland. The amount 
of capital stock will be $500,000. 


Port Jervis, Monticello & New York.—The New 
York, Lake Erie & Western has informed the Port Jervis, 
Monticello & New York Co. that it will hereafter discontinue 
the terminal facilities of the latter at Port Jervis, N. Y., and 
will not permit its trains to enter or leave its station there. 
The companies have lately been engaged 1n litigation regard- 
ing this matter, which was decided in favor of the New York, 
Lake Erie & Western. 


Providence & Worcester.—The Massachusetts House, 
by a vote of 111 to 24, has passed the bill authorizing the 
company to lease its road to the New York, Providence & 
Boston. 


Paget Sound & Gray’s Harbor Railroad & 
Transportation.—Proposals were let on May 11 for grad- 
ing a line from Summit Station to Montesano, Chevalis 
County, Wash. Ter. William Renton is President and T. J. 
Milner, of Seattle, is Superintendent. 


Red River, Sabine & Western.—The proposition of 
the city of Palestine, Tex , to take $20,000 of stock, 320,000 
of bonds and donate 20 acres of land for depot ard shop 
ground to the road has been accepted. The survey of the 
line through the country will begin inside of 15 days. 


Rio Grande & Eagle Pass .—It is stated, and not con- 
tradicted, that this road has passed into the control of 
the Southern Pacific. It is built and in operation 
from Laredo, Tex., to coal mines near Santa Tomas, on the 
Rio Grande, about 27 miles above Laredo. It is stated that 
the Southern Pacific will assume control in June, when it 


will take steps looking toward extensions to Eagle Pass | 


from Santa Tomas and to Brownsville from Laredo. 


Rogers & Summit.—Organized in Georgia by O. Wad- 
ley, W. M. Stevens and others, to build a road from Rogers, 
Burke County, to Reidsville, Tattnall County, about 50 
miles. 


St. Joseph Valley.—Press dispatches state that work was 
commenced May 11 on a road from St. Joseph, Mich., to 
South Bend, Ind.,a distance of 40 miles, the road to be 
completed and ready for rails by July 15, and trains to be 


running by Oct. 1. The line will, it is thought, be built next } 


year to Fort Wayne, via Milford Junction. 


St. Paul & Duluth.—President ' Hayes has issued a cir- 
cular requesting proxies to be used at the annual meeting 
next month. The meeting, besides electing directors, will 
consider the question of changing tbe termination of the fis- 
eal year to June 30, and the authorization of the issue of 
$5,000,000 70-year bonds, proceeds to be used in retiring 
$4,000,000 old bonds and $780,000 preferred stock. 


Sandusky, Ashland & Coshocton.—Keating Bros. 
& Co., of Pittsburgh, have the contract for building the road 
from Sandusky southeast to Norwalk, Ohio, about 20 mules. 
The indications are that the work of construction will be 
commenced within a couple of weeks on this portion of the 
road, which has already been surveyed. Mo»etings are still 
being held along the line to secure subscriptions to the bonids 
of the company. W. D. Crane, of Sandusky, is President. 


Savannah, Americus & Montgomery.—The work 
of changing the gauge of the road from narrow to standard 
is progressing rapidly, and at the present rate the entire 
work will be finished in a few weeks. Ten miles of standard 
track has already been laid on the east end and nearly 
half as much more out of Americus. Train loads of rails and 
other material necessary are being distributed along the live. 


San Antonio & Aransas Pass.—The Houston exten- 
sion will be opened to that place May 15, and the force that 
has been working on the line will be moved to Shiner, where 
they will begin tracklaying on the extension from that place 
to Austin. The line will be completed north to Lockhart, 
Caldwell County, by Sept. 15. On the Waco extensiou 
from West Point, Tex., toward Waco, the graders are now 
scattered along a distance of 12 miles and within the next 
20 days track will be laid to Cameron on the Gulf, Colorado 
& Santa Fe, via Rockdale on the International & Great 
Northern, and into Waco within less than 60 days. Con- 
struction will be pushed on this extension so as to reach Waco 
not later than Oct. 1, at which point it connects with the 
St. Louis, Arkansas & Texas and Missouri, Kansas & 
Texas. On the extension from a point on the Guadalupe 
River, 40 miles northwest of San Antonio, near Com- 
fort, to Llano, about 30 miles of track has been laid. The 
contractors, Jobnson & Hanson, of San Antonio, have 
grading in progress on the line from Comfort through Ken- 
dall County to Fredericksburgh. The entire line to Llano 
through Gillespie County will be graded within eight months, 
and the road mm operation to that point by May Ist, 1890. 
The distance is 70 miles. 

The company is also baving a preliminary survey made 
from Kenedy, a point 62 miles south of San Antonio, on the 
main line, to Laredo, a distance of 135 miles, which it hopes 
to ps under construction the present year. The company 
will also, during the present season, commence the construc- 
tion of a line from Houston, either to Alexander or to Lo- 
gansport, La., the latter point being distant about 190 miles, 
and the former about 300 miles. The entire length of this 
line will be through the long leaf pine district of Eastern 
Texas and Western Louisiana, and a good portion of the dis- 
tance is through a rich farming region. From this line the 
company will be able to furnish the rapidly developing coun- 
try along the 800 miles of its own system with pine prod- 
ucts, and it will also compete for traffic to and from Mexico, 
the route over its road being the shortest between the Missis- 
sippi River and the City of Mexico. 

he Hopkins Bridge Co., of St. Louis, has the contracts for 
most of the bridg*s on the line. Onthe Austin extension a 
bridge is under contract to be erected over the Colorado 
River at a cost of $100,000. There are seven iron bridges 
on this road, and with the exception of the ones across the 
San Antonio, Colorado and Neuces rivers, are all built on 
stone abutments. The ns are from 125 to 250 ft. U. 
Lott is President and B. F. Yoakum is General Manager. 
_Southern Pacific.—The company has proposed to the 
citizens of San Luis Obispo, Cal., and vicinity that, if they 
will purchase and donate to the company the right of way 
for its railroad from the west side of the Cuesta Mountains, 


| in San Luis Obispo County, to and through the city, and 
| lands within the city necessary for machine shops and station 
| grounds, the railroad company will, withc ut delay, build and 
construct its railroad from Santa Margarita to San Luis 
| Obispo. 
South & North Alabama.—The City Council of 
| Montgomery, ata special meeting last week, adopted a reso- 
| lution agreeing to accept 22 cents on the dollar from the 
| Louisville & Nashville for all the bonds of the South & 
| North Alabama railroad held by the city, in full compro- 
| mise and settlement of the suit now pending in the Supreme 
Court between the city and the Louisville & Nashville. 


Springfield & Conuecticut.—The location of this ex- 
| tension of the Hartford & Connecticut Western from Tariff- 
| ville, Conn., to Springfield, Mass., about 20 miles, will be fin- 
ished in about 30 days, when the profiles will be ready for 
the contractors. P. P. Dickinson, of Hartford, is Chief Engi- 
neer. 


Sulphur Springs and Red River.—This company 
has been organized at Sulphur Springs, Tex., to build a rail- 
road from that point north to Cooper, Tex. J. A. B. Putnam 
and C. B. Svevenson, of Sulphur Springs, and J. N. Boyd, of 
Cooper, Tex., are among the incorporators. 


Terminal Railroad Association of St. Louis.— 
This company has been formed by the consolidation of the 
Union Railway & Transit Co., of St. Louis, and the Ter- 
minal Railroad, of St. Louis. The new company is to pur- 
chase the Union Railway & Transit Co., of East St. Louis, 
| the Terminal Railroad of East St. Louis, the Union Devot, at 
St. Louis, and the grounds connected therewith. It is to 
secure the transfer to itself of the lease ef the bridge and tun- 
nel property now held by the Missouri Pacific and the Wa- 
bash, St. Louis & Pacific, assuming the obligations under 
that lease, which to the new company will amount to about 
$670,000 per year. The purchase money is to be provided 
by the issuance of $7,000,000 4!¢ per cent. bonds, 
of which $5,000,000 goes to pay for the property 
of the Union Railway and Transit companies, the 
Terminal companies, and the Union Depot, and 
real estate in St. Louis. After the reorganization of the 
new company, each of the seven proprietary companies, the 
Wabash, Missouri Pacific, Indianapolis & St. Louis, Ohio & 
Mississippi, Louisville & Nashville, and St. Louis, Iron 
Mountain & Southern, is to guarantee one-seventh of the ob- 
ligations incurred by the new company, each is to have one- 
seventh of the capital stock, which is to be non-transferable, 
and is to pame an officer for a director. In addition to these 
seven directors there is to be one elected by the whole num- 
ber, who is to serve as President. 

After the organization of the new company in this way 
the consideration of the question of the location and the 
building of a new depot is to be taken up and settled and the 
balance of the $2,000,000 bonds applied to the purchase of 
such additional rea] estate as may be needed to the building 
of a new union depot and to the laying of additional tracks. 


Texas, Sabine Valley & Northwestern.—A_ meet- 
ing of the owners of this road will be held in New York early 
in June to act upon the immediate extension from Carthage, 
22 miles to Logansport, La... where the Houston East & 
West Texas and Shreveport & Houston roads connect. 


Texas Western.—This narrow gauge road, which ex- 
tends from Houston to Sealey, Tex., 53 miles, was sold at 
public auction at Houston, May 7, to satisfy a mortgage of 
$350,000 executed in 1878 in favor of P. W. Smith of 
Boston; also, $11,000 receivers’ certificates. ‘he road was 
bought in for $200,000 for Elijah Smith. 





Texarkana & Daingerfield —This company has beer 
| incorporated to build a railroad from Texarkana to Dainger- 
| field, Tex. The capital stock is $150,000. 


Toledo & Ohio Central.—At 3s special term of the 
New York Supreme Court, Judge O’Brien has rendered a 
decision in the suit of David H. Gould, a stockholder, against 
Giorge I. Seney, Samuel Shethar, the Metropolitan Bank 
and Ohio Central Railroad Company for an accounting of a 
fund of $5,000,000, with which Seney and Shethar were 
entrusted for the purpose of constructing links of road which 
would connect with the Obio Central, Atlantic & Northwest- 
ern and the Richmond & Alleghany railroads. The court 
holds that there was no evicence of fraud, but believes that 
the plaintiff is entitled to an accounting, and therefore grants 
him an interlocutory judgment and accounting. 


Union Pacific.—About two-thirds of the Eureka branch 
of the Salt Lake & Western has now been graded, but the 
company has not been able to secure the right of way into 
Eureka, Utah, and will bave to institute legal proceedings. 
As already stated, S. Bamberger, of Salt Lake City, has the 
contract. 


Utica & Unadilla Valley.—J. A. Seno, 400 Grand 
street, New York, has been awarded the contract for the 
grading and masonry on this road, which is to be built from 
Bridgewater, N. Y., to New Berlin, about 16 miles. Albert 
C. Couch, of Bridgewater, is President. The New York 
office is at 146 Broadway. 


Wabash.—The Wabash Western Purchasing Committee 
bought nine divisions of the Wabash Railway for $15,500,- 
000 at the sale in Chicago, May 15. In March, in Spring- 
field, they bought the Chicago Division for $3,000,000. This 
sale gives them complete control of the whole Wabash sys- 
tem. According to the terms of the decree rendered by 
Judges Gresham and Jackson, the road was sold first by 
divisions and then as a whole. The sale bringing the most 
was to b2 the legal one. The only bidders were the Popper- 
Johnson syndicate, representing the minority bondholders, 
and the Wabash Western Purchasing Committee. The 
Poprper-Jobnson syndicate were the successful bidders on 
the first three divisions, as follows: Indiana division, $3,- 
650,000; Great Western (Illinois division), $3,650,000; De- 
catur & St. Louis, $4,000,000, The Wabash Western Pur- 
chasing Committee were the successful bidders, contingent 
on the amount bought by the rnadas a unit for the otLer 
divisions, as follows: Quincy & Toledo, $500,000; Illinois & 
Southern Iowa, $300,000: Hannibal & Naples, $500,000; 
Ohio division, $2,840,595.68; two small branches, $100,000; 
total, $15,540,595.68. The upset price fixed in the decree 
was $15,335,000 and the sale thus made would have stocd 
had not James F. Joy of the purchasing committee bid 
$15,550,000 for the road asa un‘t. There was no other bid 
and the road was knocked down at the unit price. President 
Ashley said of the Wabash Western after the sale: The 
amount brought by the sale is to secure the first and 
second mortgages on the Ohio division, and the first 
mortgages on all the rest. We have already 
issued and sold $34,000,000 fifty-year 5 per cent. bonds on 
the consolidated system. Of this amount, $11,741,000 will 
be used to pay off the first mortgage bonds of the Wabash 
Western. This leaves $22,259,000 mortgage on the line 
east of the Mississippi River. To this we will add $14,000,- 
000 second mortgage 50-year 5 p cent. bonds, making a 
total bonded indebtedness of $36,259,000 on the line east of 
the Mississippi. To this, however, should be added the $30,- 





Tons. | P.c. | Tons. | P.c. 

| | 

| 

Michigan Central............+++ | aso | 10.5 | 3,643 | 10.0 
Pc cctsnnecsnesrencesmmawe 4,013 9.5 | 3,615 9.9 
| Lake Shore & Michigan South.) 5,770 | 13.7 | 5,233 | 14.3 
Pitts., Ft. Wayne & Chicago...| 5,109 12.1 5,489 | 15.0 
Chicago, St. Louis & Pitts...... | 6,264 | 14.9 5,113 | 14.0 
Baltimore & Ohio........... val eee | 2,621 7.1 
Chicago & Grand Trunk.... 14.8 5,155 14.1 
New York, Chic. & St. Loui | 6.9 2,008 5.5 
Chicago & Atlantic............. 9.5 3,714 10.1 
MR satcss nee cnetcass onion | 100.0 | 36,591 | 100.0 





000,000 debenture bonds, depending on the income of the 
road. There is also $52,000,000 in stock. We shall con- 
solijate the Wabash and Wabash Western into one system 
by Aug. 1, and will probably call it the Wabash Railroad 
Company. The headquarters will be in St. Louis, and the 
consolidated system will be under the present Wabash 
Western management.” 


Wabash Eastern.—<Articles of incorporation of the 
Wabash Eastern Railway Company, of Illinois, have been 
record d. The principal business office will be at Chicago. 
The capital stock is $12,000,000. It is proposed to construct 
a road from the eastern boundary line of Illinois in Vermil- 
ion County at a connection with the Wabash, St. Louis & 
Pacific, at the point where it enters Illinois from Indiana, 
and to extend thence westerly through the counties of Ver- 
milion, Macon, Sagamon, Morgan, Scott, Pike, Brown, Han- 
cock and Adams to the Mississippi River at or near East 
Hannibal, Warsaw, Quincy and Hamilton; also from the 
city of Decatur, through the counties of Macon, 
Christian, Montgomery, Macoupin, Madison and 
St. Clair to the Mississippi River, at or near East St. Louis; 
also from the city of Chicago, through the counties of Cook, 
Kankakee, Livingston, McLean, Champaign, Pratt, Moul- 
trie, Shelby and Effingham to the line of the Chicago branch 
of the illinois Central at Effingham, and the line of the Ohio 
& Mississippi at Altamont. This covers all the lines owned 
and controlled by the Wabash east of the Mississippi River, 
and isa preliminary step toward the reorganization and con- 
solidation of the Wabash lines east and west of the Missis- 
sipi. Similar incorporations of the lines of the system in 
Indiana and Obio have been also made. 


Warner Iron Co.—Davis & Canty of Nashville, Tenn., 
have the contract for building a seven mile railroad for this 
company from Dickson, Tenn., southwest to Worley Fur- 
nace, io develop the iron ore and timber Jands about Dickson 
owned by thecompany. When finished the road will be 
operated by the Nashville, Chattanooga & St. Louis. J.C. 
Warner, of Nashville, is President of the Warner Iron Co. 


Washington County & Rutland.—The survey for 
the railroad has proceeded as far as East Poultney, Vt., from 
Greenwich. 


Wyoming, Salt Lake & California.—The company 
has bought the old road bed into Park City, Utah, of the 
Utah & Eastern road, and the entire line between the Wyo- 
ming line, Coalville, Park City and Salt Lake is now care- 
fully surveyed. The Salt Lake, Nevada & California road 
has been graded altogether eight miles between Salt Lake 
City and Lake Point. 








TRAFFIC. 


Traffic Notes. 
The Northern Pacific bas given notice of withdrawal from 
the Transcontinental Association. This is understood to be 
in = of the action of the Union Pacific, above men- 
tioned. 


Chicago dispatches state that the Lake Michigan and Lake 
Superior Transportation Co., running boats between Chicago 
and St. Ignace, has made a contract with the Canadian Pa- 
cific by which freight will be taken from Chicago to the At- 
Jantic seaboard over the line of the latter company. 


The Alabama Railroad Commission has ordered the East 
Tennessee, Virginia & Georgia and the Cincinnati, Selma & 
Mobile to make joint rates between Selma and Marion Junc- 
tion, which shall not exceed the rate charged by the latter 
company between those points on April 15 last. The Board 
recommends that the division of the revenue be on the basis of 
22 per cent. to the former road and 78 per cent. to the latter. 

A Chicago dispatch of Wednesday states that the commit- 
tee appointed by the general managers of the Inter-state Com- 
merce Railroad Association to look into the coal and coke 
manipulation, has reported that there is conclusive evidence 
of manipulation against the Northwestern, St. Paul, Rock 
Island and Wisconsin Central roads. The Association voted 
to apply the highest penalty, $100 fine and a forfeiture of 
all money made on the illegal traffic. The manipulations 
amount to the neighborhood of $4,000, 


The Transcontinental Association had a meeting in St. 
Louis, May 11, and reduced the rate on canned fruits and 
salmon from Pacific Coast points to Chicago from $1 20 to 
$1 per 100 lbs. The question of passenger rates from the 
East to Puget Sound points, which have been disturbed by 
the action of the Union Pacific in reducing fares to that ter- 
ritory, by way of its Oregon Short Line, was taken up and 
discussed, but not settled. The meeting adjourned to meet 
in Tacoma, Washington Territory, July 20. 


Inter-state Commerce Commission. 


On May 10 the Commission published an opinion, prepared 
by Commissioner Bragg, on tbe complaint presented by 
William H. Heard against the Georgia Railroad Co. for dis- 
crimination in passenger accommodations. The case is almost 
identical with that presented by the same complainant last 
year and decided upon at that time. The Commission holds 
that the accommodations for white and colored passengers 
must be equal in all respects, and that protection from the 
disorderly or annoying conduct of other sengers must 
also be afforded to all passengers alike. The defendant is 
found to have violated the law in each of these respects as 
against the petitioner. Mr. Heard did not ask for pecuniary 
damages, 


East-bound Shipments. 
The shipments of east-bound freight from Chicago by all 
lines for the week ending Saturday, May 11, amounted 
to 41,935 tons, against 36,591 tons during the preceding 
week, an increase of 5,344 tons, and against 46,442 tons 
during the corresponding week of 1888, adecrease of 4,507 
tons. The proportions carried by each road were: 
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Of the above shipments 1,664 tons were flour, 11,425 tons 
grain, 2,679 tons millstuff, 4,362 tons cured meats, 1,966 
tons lard, 9,025 tons dressed beef, 238 tons grass seed, 1,165 
tons butter, 932 tons hides, 201 tons wool, and 6,392 tons 
lumber. The two Pennsylvania lines carried 27.0 per cent., 
while the three Vanderbilt lines carried 31.1 per cent. 
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